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DIESEL RAILWAY TRACTION 


The May issue of this RAtLWay GAZETTE 
publication, illustrating and describing developments 
in. Diesel Railway Traction, is now ready, price 2s. 


Work of the Productivity Teams 


INCE the summer of 1948, when Sir Staflord Cripps 

announced the setting up of an Anglo-American 
Council of Productivity consisting of representatives of 
employers and trade unions in Britain and the U.S.A., more 
than 20 teams from this country have already been to, or 
are now in, the U.S.A.. while another 15 are in various 
stages of preparation for a visit. Five reports have been 
published so far. Last week, there was a reference in an 
editorial note to the visit of the diesel locomotive produc- 
tivity team under the leadership of Colonel Ian A. Marriott 
early this year, whose report is expected to be published in 
July. Briefly, the purpose of the Council is to promote 
economic well-being by free exchange of knowledge in the 
field of industrial organisation, method, and technique, 
thus assisting British industry to raise its productivity level. 
Without awaiting publication of further reports the leaders 
of those teams which have visited the United States during 
the past twelve months state in a letter to The Times of 
May 2 their “ profound conviction that the gains to British 
industry from visits such as these can be vital and endur- 
ing.” They found the American industrialists more than 


& 


willing to demonstrate their processes and their methods 
and they have learned lessons not confined to techniques 
of productive processes. The letter continues: “ Only 
uncertainty of the benefits to be derived can explain the 
failure of many industries to use this generous form of 
Marshall aid. We urge every industrialist to ensure that 
each industry sends to the United States the best team 
which can be selected.” Special importance attaches to 
this latter point. Such teams should include men holding 
important positions in their respective industries and who 
are fully qualified to contact the representatives of Ameri- 
can firms at the appropriate level 


New President of L.M.A. 


URING the last three years, the maximum period 
permissible, Mr. Harold Wilmot, Chairman & 
Managing Director of Beyer Peacock & Co. Ltd., has 
served witan distinction in the office of President of the 
Locomotive Manutacturers’ Association of Great Britain. 
During that time he has given generously of his wide know- 
ledge and his personal enthusiasm to the promotion of the 
best interests of British locomotive builders. On April 27 
he was succeeded as President by Mr. W. Douglas Lorimer. 
who is Joint Managing Director of the North British 
Locomotive Co. Ltd. Mr. Lorimer has a long and dis- 
tinguished family tradition in the industry which dates 
back to 1864, when the firm of Diibs & Partners, now 
merged in the North British Locomotive Co. Ltd., was 
founded. His father, Mr. William Lorimer, was Chairman 
of the North British Locomotive Company from 1935 to 
1946, and his grandfather, Sir William Lorimer, held the 
same office from the formation of the company in 1903 
until his death in 1922. Sir William Lorimer was also 
President of the Locomotive Manufacturers’ Association, 
from 1900 until 1922, and Mr. Douglas Lorimer has 
established a precedent, for it is the first time that two 
members of one family have been Presidents of the L.M.A. 
He has recently returned from a visit to South Africa, 
where he saw delivery of the 2,000th locomotive built by 
the North British Locomotive Company for the Union. 


Great Northern Railway (Ireland) 


A I long last there seem; to be some prospect that definite 

steps towards a solution of the prob!ems facing the 
Great Northern Railway of Ireland may be taken within 
reasonable time. According to reports from Dublin, dis- 
cussions between the Ulster Transport Authority and Coras 
lompair Eireann (the Irish Transport Company) have been 
concluded. These discussions have been going on inter- 
mittently for many months, but now it is stated that a 
comprehensive report has been prepared by Major F. A. 
Pope, Chairman of the U.T.A. and Mr. T. C. Courtney, 
Chairman of C.I.E., and that copies of it have been sent 
to the Ministers for Industry & Commerce of both 
Northern Ireland and the Irish Republic. There is good 
reason for believing that the basis of the study by the 
Chairmen of the two major transport organisations in 
Ireland has been the means by which the Great Northern 
Railway can best be fitted into a co-ordinated scheme for 
Irish transport on both sides of the Border. 


Burden of Taxation on Industry 


URING the past twelve months British industry has 
provided evidence of a rising trend in productivity 

and an appreciable increase in total output. There has also 
been improvement in the position as regards our dollar 
balances in recent months. Against this more hopeful out- 
look, however, must be set the handicap of an excessive 
burden of taxes, which are threatening industry with a 
depletion of capital which, unless put right in the near 
future, must make expansion more difficult and even 
prejudice maintenance of current output. Particular stress 
was laid on this point by Sir Robert Sinclair in his address 
at the annual meeting of the Federation of British Indus- 
tries. While the increase in initial allowances for replaced 
capital would help, this step, he pointed out, was at best 
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only an anticipation of allowances that industry would 
receive in any case, providing no substitute for a very 
substantial reduction in Government spending which alone 
could make possible some real alleviation of the situation. 
Without the continual replenishment of capital British 
industry could) not maintain that efficiency necessary to 
meet world rivalry. The dilemma that so many of our 
capital goods needed for home production had to be 
exported was still with us, though even if that problem 
could somehow be miraculously solved, taxation at present 


levels so depleted resources that many firms could not 
afford the replacements they needed. 
British Investments in Chile 

RITISH railway investments in Chile totalled £16 


million in 1949 and have remained much the same 
since their sharp fall from £20 million to £17 million in 
1939-40. The return of 1°6 per cent. in 1949 compares with 
1:9 per cent. for the preceding year, but the yield has 
continued in this range since 1931, before which it aver- 
aged 5 per cent. for ten years, with over 15 per cent. 
ina freak year, 1926. The South American Journal points 
out that the reduction from 74 to 5 per cent. in interest 
on Antofagasta Railway preference stock was the only 
variation in the figures of British railway investments. 
Total British capital declined by about 5 per cent. to £45 
million, as opposed to a slight increase in 1947-48, but in 
accordance with the tendency to fall since the heavy drop 
from £82 million to £52 million in 1940-41. The average 
vield rose from 1°9 to 2:1 per cent., the highest since 1931, 
although the amount receiving no interest is nearly one 
fifth of the whole, as in the last four years. Miscellaneous 
British investments received interest at 3:1 per cent., as 
compared with 4 per cent. in 1948. 


Indian Goods Stock Brakes 


A° an instance of the modern stock that has been in use 

for many years on the railways in the Indo-Pakistan sub- 
continent, references have been made from time to time in 
these columns to the fitting of almost the entire broad-gauge 
wagon stock with automatic brakes. In confirmation of 
these statements, the latest figures available—those for the 
year ended March 31, 1949—are given below. They apply 
to all types of goods vehicle, including brake vans, and ex- 
cluding only cranes and their dummies, on the broad-gauge 
lines of the Dominion of India at that date. The automatic 
vacuum brake is the only type in service. 


Percentage of vehicles 


No. of 
System vehicles 
online A.V Piped Braked or 

braked ee piped 
Bengal--Nagpur_. 28,214 91-00 8-98 99-98 
Bombay, Baroda & Central India 11,899 96-30 2:06 98-36 
East Indian ‘ 65,727 81-50 18-00 99-50 
Great Indian Peninsula 25,278 90-80 9-15 99-95 
Madras & Southern Mahratta 7,900 92-90 7-05 99°95 
Nizam's State 2,713 86-10 11-90 98-00 
South Indian 2,880 82:70 16°60 99-30 


The number of goods vehicles not available for inclusion in 
continuous-brake trains is therefore negligible. 


Economy of Heavier Rails 


HE wisdom of British Railways in deciding to stan- 

dardise on a flat-bottom rail weighing 109 Ib. per 
yd. for main-line use, as compared with the previous 95 Ib. 
per yd. bull-head rail, is amply justified by the latest pub- 
lished rail research of the Association of American Rail- 
roads, which shows that every increase in rail weight on 
heavily trafficked lines is of ultimate advantage. On the 
Illinois Central Railroad, allowing for the longer estimated 
life of 131 lb. as compared with 112 lb. per yd. rail, the 
savings in track maintenance by the adoption of the heavier 
section have averaged $163 per mile annually, and in 
sleeper rep!acements $91. The annual investment cost of 
the heavier rail is shown to be 6°5 per cent. less than the 
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lighter, and the total net saving is thus $351 pe: le 
annually. The Pennsylvania Railroad, with the Pittsbiu-oh 
& Lake Erie, uses the heaviest rail in the world. weighing 
155 lb. per yd., and relaying costs with this section ire 
$21 more per mile per year than with the 133 Ib. rail. Sut 
the annual savings in the cost of track maintenance with 


the heavier rail amount to no less than $1,278 per mile, snd 
with savings in the renewal of ballast and sleepers amoiiat 


ing to $52 and $54 each year respectively, the net gain in 
favour of the 155 lb. rail as compared with the 133 $ 


$1,363 per mile annually. As compared with the 10 
rail, the 155 Ib. rail shows an annual economy of $4 
per mile per year. 


Railway Civil Engineering Exhibition 

HE exhibition of the work of the railway civil engi 

which is being staged to mark the year of Presidc 

of the Institution of Civil Engineers of Mr. V. A 
Robertson, Chief Civil Engineer, Southern Region, 
now been fixed for May 23 to June 3. It may be reca 
that, when we made editorial reference to this in our is 
of November 11 last, we indicated that it was proposed 
that the exhibition should extend for a fortnight beginn 
on January 20. The uncertainty of the political situat 
with a general election impending, made this date imp 
ticable. The exhibition as now planned is to be hed 
the North Reading Room of the Institution, in Gr 
George Street, Westminster, and will be designed to sh 
both members of the general public and also those in oth 
branches of engineering and allied professions somethi 
of the little-publicised work of the railway civil engine 
during the past century and more. The six main se 
tions will be covered historically by early contempora 
prints, engineers’ drawings, models, and relics. Up-to-da 
practice will be shown by modern photographs, enginee 
drawings, models, and scientific apparatus. The sectio 
are: Early railways and their growth; Earthworks; Tui 
nels; Bridges; Permanent Way; Stations and buildings. Th 
exhibition will be open to the public every weekday duri! 
the fortnight, from 10 a.m. to 6 p.m., including Whitsi 
Monday, and on Tuesdays and Thursdays will remain op« 
until 8 p.m. Admission will be free. The arrangements 
have been made jointly by British Railways and the Inst: 
tution of Civil Engineers. 


29)-ft. Aluminium Arch Highway Span 


HE first aluminium arch span, 290 ft. in length, wa 
erected recently outside Quebec, and is the secon 
important bridge having its main superstructure of this 
metal; the first was the combined rail and road bascule 
structure over the River Wear at Sunderland, described in 
our issue of October 28, 1949. A single aluminium plate 
girder span in an otherwise steel railway bridge at Mes 
sena, New York, was the first, but comparatively small 
all-aluminium span to be built. Though it carries no rail 
way, the Canadian arch is of general interest as the most 
recent example of the use of aluminium for major bridge- 
work. It is the main span of a bridge 504 ft. long with 
24-ft. roadway and two 4-ft. sidewalks over the Saguenay 
River; there are also five 20-ft. continuous-girder approach 
spans on each bank. The bridge is designed to carry two 
20-ton lorries abreast, each with a rear axle-load of 16 
tons, with an allowance of 30 per cent. for impact, or for 
a loading of 80 Ib. per sq. ft. Alternatively, the design was 
checked for a live load consisting of an 18-ton tracto1 
hauling a 50-ton transformer. 


Features of the Canadian Arch 


HE new Canadian aluminium arch referred to above is 
parabolic in design and weighs only 200 tons; had 

steel] been used it would have weighed 400 tons. The ribs 
of the arch were erected by the cantilever method with the 
aid of a 7-ton overhead cableway and tie-backs. The 
aluminium plates consist of a 26 S-T alloy core faced on 
both sides with pure aluminium; 16 S-T alloy was used 
for the rivets, which are of 31-in. dia. and were cold-riveted 


into holes {3 in. in dia. To prevent chemical action in the 
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structural metal, 76-in. 2 S commercially-pure aluminium 
sheeting was inserted between the concrete decking and the 
structural work. Galvanised action where aluminium sur- 
faces are In contact with aluminium or steel is avoided by 
coating them with bituminous paint containing aluminium 
powder and 5 per cent. zinc chromate. Similarly, a 1-in. 
fibrous insulating pad is placed between the aluminium 
und the bronze sliding bearings under the span for the 
same reason. It is significant that the erection of the arch 
ribs was completed in a fortnight, thanks to the ease of 
handling the long lightweight sections. . 


Gauge-Conversion in Sind 
R EFORE the partition of India the western 319-mile 
section of the Jodhpur Railway main line from the 
Jodhpur border to Hyderabad was owned by the Govern- 
ment of India. It was, however, worked by the Jodhpur 
Railway, as it was of metre gauge in common with the 
Jochpur system. Now that Pakistan has taken over this 
section it Is natural that steps should be taken to convert 
it snd its branches to 5 ft. 6 in. as there is no other metre- 
gauge railway in Western Pakistan and Hyderabad is on 


the main 5 ft. 6 in. gauge line from Karachi to Lahore. 
[he Government has already sanctioned a survey for the 
conversion of the Hyderabad-Mirpur Khas section of this 
line and of the loop line from Nawabshah—also on the 
N.W.R. main line—to Mirpur Khas which is at present 
o! metre gauge. Mirpur Khas is the centre and principal 
town in that part of Sind. Whether the section eastward 
to the Jodhpur border is to be abandoned, and with it a 
branch running south, is not yet clear, but thev are un- 
likely to continue as metre-gauge lines when the broad 
gauge reaches Mirpur Khas. Any metre-gauge stock then 
available will, presumably, be transferred to the metre- 
gauge sections of the Eastern Bengal Railway in Eastern 
Pakistan. The track may be used on the N.W.R. 2 ft. 6 in 
gauge lines. _— . 


Higher Railway Freight Charges 

FTER many weeks of consideration the Minister of 
[ransport has announced his affirmative decision on 

the recommendation of the permanent members of. the 
[ransport Tribunal, sitting as the Charges Consultative 
( ommittee, that the British Transport Commission should 
succeed in its application for higher freight charges. The 
increases sought were: a general advance of 163 per cent. in 
rail freight and canal charges; in dock charges a general 
crease of 25 per cent. on dues on coastwise vessels and 
cargoes in force in 1939 to be raised to 50 per cent.; all 
other dock rates, dues and charges, at present 75 per cent 
over 1939, to be raised to 100 per cent. The new rates will 
become effective on Monday, May 15, unless the regulation 
authorising them is subject to rejection by Parliament. __ 

‘The report of the Charges Consultative Committee, 
which was made after « prolonged public inquiry, was 
pussed to the Minister in the middle of February. Since 
then, the General Election and the Budget have inter- 
vened; the second of these events resulted in a considerable 
additional burden to transport costs, especially on the road 
side, which has made higher railway charges all the less 
acceptable to trade and industry. It was ‘clear from the 
reception of the Minister’s announcement in the House of 
Commons, that many members were apprehensive as to 
the effect on industry. 

The railways have been ill-served by the delay in making 
the announcement. Not only do they suffer a psychological 
prejudice, because the advance in their charges is made 
alter other increases, but their actual deficit, which has 
been estimated as of the order of £500,000 a week, is made 
greater by reason of postponement of the rise. The higher 
rates are estimated to yield about £27,000,000 in a full 
year. The prospective deficit of the British Transport 


Commission, arrived at before the Budget increases in 
petrol and so forth, were known, was £30,000,000 for 1950 
an increase of £9,000,000 over that for 1949. On the basis 
of the new charges from May 15, the deficit for 1950 
should be about £14,000,000. This would make the accumu- 
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iated deficit for the first three years of the Commission’s 
operations approximately £40,000,000. 

When the new charges are effective the overall increase 
in railway freights will be 81 per cent. above the 1938 
level, which will still be substantially less than the rises 
in other basic prices. Railway costs, on the other hand, are 
125 per cent. above pre-war—wages have doubled and coal 
costs are nearly three times as great as in 1939. 

The Minister emphasised that the present advance in 
railway charges was intended to deal with the period until 
the operation of the Charges Schemes, which are being 
prepared by the Commission, can be brought forward. The 
purpose of the application was not to attempt to liquidate 
the whole of the losses which have occurred, or may take 
place before the end of 1952, by which time the schemes 
must be ready, but to avoid their becoming so substantial 
that they would seriously upset consideration of a proper 
charges scheme. 

It is satisfactory that, in implementing the recommenda- 
tions of the Charges Consultative Committee, the Govern- 
ment has resisted the suggestions which have been made 
for a subsidy for transport. In effect, the railways have 
been subsidising trade and industry for some years by the 
provision of services below cost. It appears that, to a lesser 
extent, that process is to continue until the revision of 
charges 18 months or two years hence. Advocates of 
nationalisation may at least claim with some justice that the 
increase in railway charges has been deferred for a sub- 
stantial period by the operation of State control. After the 
1914-18 war railway charges were speedily raised by 100 
per cent. If, after the last war, the railways had been 
returned to their owners, the wartime control agreement 
provided specifically for the adjustment of charges. Article 
33 of that agreement was to the effect that before the 
cessation of control, sufficient time would be given by the 
Government for the bringing into operation of the then 
existing statutory machinery governing the level of rates, 
fares, and charges. As that machinery was based on the 
principle of securing to the railways as nearly as possible 
their Standard Revenues, a far greater increase in charges 
than that just announced might reasonably have been 
expected. 


The Brown-Boveri Gas-Turbine Locomotive 


HE delivery of the Brown-Boveri gas-turbine locomotive, 
which was ordered by the former Great Western 
Railway in 1946, marks an important stage in the develop- 
ment of this new form of motive power. For the first time 
a gas-turbine locomotive is to be used on normal main-line 
service and it will thus be possible to obtain the necessary 
practical experience with regard to operation and mainten- 
ance which previously has been lacking. 

For the design of this new locomotive, Brown Boveri has 
been able to draw on an ample fund of experience both as 
to the gas turbine set itself and as to the mechanical and 
electrical layout of the locomotive. A gas-turbine locomo- 
tive of generally similar design, although of smaller size, 
was constructed in 1941 for the Swiss Federal Railways. 
Brown Boveri was also the pioneer of the industrial gas 
turbine and the undertaking has built a large number of 
sets which are operating successfully in various parts of the 
world. The general line of design and development of gas 
turbines in Switzerland has followed the accepted engineer- 
ing practice associated with steam-turbine plant for power 
stations. In this respect the Swiss outlook differs from that 
of most British firms whose industrial gas-turbine develop- 
ments are, in general, derived from aircraft turbine practice. 

The gas-turbine set on the new locomotive is of the normal 
open-circuit type featuring an axial-flow compressor, a heat 
exchanger, a single combustion chamber designed for burn- 
ing heavy fuel oil, and a single turbine which drives both 
the compressor and the generator. The permissible maxi- 
mum temperature at inlet to the turbine is 1,100 deg. F. 
This would generally be regarded as a conservative figure 
and has evidently been fixed with a view to long life and 
reliability. In our opinion, the Swiss engineers have fol- 
lowed a wise course in making use of well-tried designs and 
in concentrating at this stage on reliability. 
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The mechanical arrangement of the three-axle power 
bogies reflects recent Swiss practice in electric locomotive 
design. Apart from certain obvious differences, such as 
the addition of a central carrying axle, the general construc- 
tion of the bogies is not unlike that of the two-axle S.L.M. 
bogies of the Loetschberg Bo-Bo locomotives. The steadi- 
ness of the riding of the new gas-turbine locomotive, when 
travelling at speed, is remarkable. 

As to the future, gas-turbine traction is likely to show 
substantial advantages over the conventional steam loco- 
motive only in cases where it is possible to take full advan- 
tage of the greatly increased availability which it should 
offer. In this respect it resembles diesel traction. Com- 
pared with diesel-electric traction, a gas-turbine locomotive 
has the advantage of a smaller size and weight for a given 
power output. If manufactured in quantity, the initial cost 
may also be less for the gas-turbine locomotive. Fuel costs 
will be slightly higher than for the diesel, but this may be 
offset by lower maintenance charges. A full comparison 
must await further operating experience. Whatever the 


outcome may be, tribute should be paid to the enterprise of 


Mr. F. W. Hawksworth, the former Chief Mechanical Engi- 
neer of Sir James Milne, the then General Manager, and 
of the directors of the former Great Western Railway for 
launching this important experiment. ; 


British Railways Summer Timetables 


RITISH Railways summer timetables will operate this 
year from June 5 to September 24, commencing a 
fortnight later than last summer. The salient features of 
the new service were described in our April 28 issue and 
some of the more important changes affecting each region 
are detailed below. 
WESTERN REGION 

The generous arrangements in the Western Region time- 
table for Saturday traffic between London and the West of 
England made last summer are maintained. Among new 
features are the duplication of the 1.30 p.m. Paddington at 
1.25 for Torquay and Kingswear, the Penzance leaving at 
1.35, and the running of separate trains from Paignton and 
Torquay to London at 1.35 and 2.0 p.m. respectively where 
formerly one train only was provided. A 1.50 p.m. from 
Newquay is scheduled to run independently of the 1.20 p.m. 
Penzance on certain Saturdays. Last year’s through train 
from Ealing Broadway to Penzance at 9.45 p.m. on Fridays 
is replaced by a train at 10.12 p.m. from Paddington, call 
ing only at Reading, thence non-stop to Plymouth. There 
is little alteration in the standard weekday service to and 
from the West, apart from an acceleration of 15 min. by 
the 3.40 p.m. Weymouth to Paddington “ Channel Islands 
express”; that between London and Bristol is virtually 
unchanged. Bristol still lacks a fast train to London after 
4.15 p.m. 

In the Paddington and South Wales service last summer's 
3.45 p.m. London to Swansea is extended to Fishguard, 
allowed | hr. 50 min. with one intermediate stop, Clarke- 
ston Road. The 3.55 p.m. Paddington becomes a through 
train to Neyland. On Fridays a relief is given to the 6.55 p.m 
at 6.42 p.m. from Paddington, which, advertised to call only 
at Cardiff to pick-up, is allowed 5 hr. 53 min. to Fish- 
guard. In the reverse direction, last year’s 3.45 p.m. Car- 
marthen starts back from Milford Haven with connections 
from Fishguard and Neyland, thus providing a useful 
afternoon service from West Wales to London. A distinc- 
tive name, the “Red Dragon,” is given to the 7.30 a.m. 
Carmarthen to Paddington and return working from Pad- 
dington at 5.55 p.m. 

From Cheltenham the 8 a.m. to Paddington is accelerated 
by 5 min. and an additional train at 5.45 p.m. from Chel- 
tenham to Kingham affords connection with the 6.5 p.m. 
Worcester and gives an evening service from Cheltenham 
to London improved by 32 min. 

{n the Birmingham and North service the 10.10 a.m. from 
Paddington, which last summer ran to Birmingham daily, 
with through carriages for Aberystwyth and Barmouth on 
Saturdays, will operate on Saturdays only; with its balancing 
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working it resumes its pre-war name of ‘“ Cambrian 
Coast Express.” The through carriages for Aberystw\th 
conveyed diaily last winter by the 11.10 a.m. Paddington 
are retained. There is an acceleration of 5 min. between 
Paddington and Leamington compared with last summer by 
the 5.10 p.m., but the arrival at Birmingham is only one 
minute earlier. The 4.20 p.m. Wolverhampton to Paddi 
ton carrying through carriages from Stratford-on-A 
which during the winter did not run on Saturdays, agin 
operates daily, and the 2 hr. 20 min. train at 7.50 ; 
from Birmingham to London, introduced last summer 
daily train, is now Saturdays excepted. 

Improvements are made at weekends in cross-country 
services and we note in particular the use of the Didcot 
and Newbury route by an additional train on Satur 
from Birmingham to Paignton. 


SOUTHERN REGION 

A welcome acceleration is made to several West 
England trains. The * Atlantic Coast ” expresses have be 
re-arranged and now leave Waterloo at 10.50 and 11.0: 
the former, to Ilfracombe and North Cornwall, saves 
min. to Exeter and 25 to Torrington, and the latter, 
Plymouth, is accelerated 10 min. between Waterloo 
Salisbury. The | p.m. (former 12.50 Waterloo) recoups 
10 min.to Salisbury, and 4 min. more between Yeovil Ji 
tion and Exeter, and as a new feature conveys throuch 
carriages for Lyme Regis, detached at Templecombe. | 
3 p.m. (former 2.50) is accelerated 5 min. to Exeter. The 
* Devon Belle” no longer carries a Plymouth portion. A 
new facility is the provision of refreshment cars on three 
trains to the West leaving Waterloo on Saturdays beto 
9am. The 10.30 a.m. from Exeter is accelerated 17 min 
9 saved between Andover and Waterloo. A_ booking otf 
90 min. between Salisbury and Waterloo for the first time 
since the war is given by the 12.30 p.m. Exeter, accelerated 
by 6 min. 

The liberal services introduced last summer to Bourne- 
mouth and Portsmouth on Saturdays are maintained wi 
several innovations, including a through train from Wim 
bledon to Bournemouth; there are also extra trains to 
Bournemouth at 10.54 a.m. and on certain Saturdays at 
12.50 p.m. from Waterloo. On Fridays, much-needed relict 
is given to the 6.30 p.m. to Bournemouth by a 6.20 fro 
Waterloo conveying a refreshment car. 

To the Kent Coast an increased service is provided on 
Saturdays, involving considerable re-arrangement of last 
summer’s working. These include non-stops from Victoria 
to Margate at 10.25, 11.25 a.m., 1.20 and 3.20 p.m., and in 
the up direction a non-stop from Broadstairs at 1.37 p.m 
A double trip is made by the “ Thanet Belle” on Satur- 
days during the peak of the season at 7.55 a.m. and 
3.5 p.m. from Victoria, returning from Ramsgate 11.15 a.m 
and 6.15 p.m. On the main-line via Tonbridge there are 
additional trains on Saturdays from Charing Cross to 
Folkestone, Dover and Deal. An innovation is a through 
train at 11.30 a.m. on Saturdays from Charing Cross via 
Tonbridge and Ashford to New Romney, balanced by a 
return working at 2.35 p.m. On Saturdays, in particular, 
there is a considerable increase in the number of reservable 
seat trains throughout the Region. A pleasing feature ot! 
the timebook is a Regional map. 

WEST 

There are no material changes in the West Coast services 
from those operating last summer. The “ Royal Scot” ts 
advertised non-stop in both directions, but actually calls 
at Kingmoor box on the down and Carlisle No. 12 on the 
up run. 


Coast SERVICES 


LONDON MIDLAND REGION 


In the London Midland Region the chief feature is the 
marked elimination of the recovery time previously allowed 
for permanent way work. The public book times correspond 
more closely with those of the working timetable and it is 
the intention to remove all discrepancies as soon as 
possible. 

Few important changes, apart from additional weekend 
trains, are made in the service, which is based on last 
year’s working. Two pre-war names, the “ Welshman ” 
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have been restored. The former, 
from Euston, is accelerated 44 min. between 
and the latter, which last summer 
ran only three days a week, is now to operate daily at 
noon from London. 

the public timebook is prepared on the photo-offset 
priiciple from the station timesheets and in many tables it 
is an improvement, as it gives the public clearer and easier 

ding, as, for example, table 180. Some tables have not 
reproduced so well and in others the notes are badly 
grouped, but the general idea is good. 


and the “ Lakes Express,” 
at i1.15 a.m. 
Chester and Afonwen, 


COAST SERVICES 


East Coast Anglo-Scottish services 
ased journey times enforced by the flood- 

in the autumn of 1948. Some acceleration was 
ssible last September, and there was a further cut in 
ings of a few minutes from November 7, as a result 
o| the permanent replacement of bridges between Ber- 
vick and Dunbar. 

With the introduction of the summer timetable, a 
general improvement has taken place. The * Capitals 
Limited” non-stop between Kings Cross and Edinburgh, 
suspended during the winter, is restored, with a schedule 
o! 7 hr. 40 min. down and an extra 5 min. up, compared 

th 8 hr. in each direction last summer. This timing, 
the fastest between Kings Cross and Edinburgh since the 
war, does not appear such a hard proposition as that 
of the “ Flying Scotsman,” which, with stops at Grantham 
ind Newcastle, is allowed 7 hr. 54 min. down and 8 hr. 
ip, an acceleration of 13 and 7 min. respectively on the 
schedule of last November and comparing favourably 
with its non-stop booking of 7 hr. 50 min. during summer, 
1948. Last summer’s 9.50 a.m. Saturdays only from 
Kings Cross to Edinburgh precedes the “Flying Scots- 
man” to Darlington instead of running in advance 
throughout. The 10.5 a.m. from Kings Cross is acceler- 
ited 1S min. to Glasgow, and the “ Queen of Scots” 
iow leaves Kings Cross at 11.45 a.m., due Edinburgh 
‘9 p.m., a saving of 9 min. on last November schedule. 

The 1.15 p.m. to Edinburgh is altered to leave Kings 
Cross at 2 p.m., a departure time that has not operated 
for an Anglo-Scottish train from Kings Cross since May, 
1918, and one that is reminiscent of the old 2.20 p.m. in 


EAs! 


Last summer, the 
still had incre 


Great Northern days. With four stops, it is allowed 
S hr. 7 min. to Edinburgh, compared with last winter’s 
schedule of 8 hr. 35 min., which included calls at Berwick 


and Dunbar; these stations are now served by an in- 
dependent train from Newcastle to Edinburgh. The 
corresponding up service now leaves Edinburgh at 2 p.m., 
and takes 8 hr. 10 min. to Kings Cross; on Fridays and 
Saturdays it is preceded by a 1.25 p.m. due Kings Cross 
at 10 p.m. 


EASTERN AND NORTH EASTERN REGIONS 


On the former Great Northern there is some accelera- 
tion and certain new facilities are provided. Two trains 
on Saturdays leave Kings Cross for Skegness at 8 and 
8.5 a.m. respectively, compared with one only last 
summer, and there is an acceleration on Saturdays of 
32 min. to Hull by the 8.20 a.m., former 8.30, from 
Kings Cross. The “ White Rose” reverts to its former 
departure time at 9.15 a.m., and is accelerated 4 min. 
on the winter booking to Leeds. Last summer's 9.40 
i.m. Kings Cross to Newcastle is restored, and allowed 


3 hr. 33 min. non-stop to York, a gain of 8 min. The 
pre-war “ Scarborough Flyer” is restored, leaving Kings 


Cross at 11.5 a.m. On Fridays and Saturdays it ts 
booked to York, with a stop at Grantham only, in 3 hr. 
44 min.; it takes 4 hr. 47 min. to Scarborough; the up 
train runs on Mondays and Saturdays. 

In conformity with standardisation of departure times 
at the even hour from Kings Cross to Newcastle, the 


* Northumbrian ™ is altered to leave at noon, thus giving 
regular departures from London at 10 a.m., noon and 
2 p.m. 

The 3.45 p.m. “ West Riding” is accelerated 7 min. 


Yorkshire 
The 


between Kings Cross and Wakefield, and the ~ 
5 min, between London and Doncaster. 


Pullman ” 
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former 9.50 a.m. Leeds to Kings Cross now leaves at 
9.55 and gains 10 min. on its previous schedule. The 
name “ Tynesider ~ is given to the 11.45 p.m. (weekdays) 
11.30 p.m. (Sundays) Kings Cross to Newcastle, and 10.35 
p.m. Newcastle to Kings Cross. 

An interesting feature on the Great Eastern section is 
the introduction of standardised departure times between 
Liverpool Street and Clacton. Buffet car trains leave 
London at 30 min. past each hour from 9.30 a.m. to 7.30 
p.m., and 9.30 p.m.; in the reverse direction the standard 
departures are at the hour from 8 a.m. to 6 p.m., and 
8 p.m. Some trains take 1 hr. 47 min. down and 1 hr. 
48 min. up with three stops, but the 6.30 p.m. down 
with only two stops is allowed | hr. 40 min., and an 
additional Saturdays only train is booked from Clacton 
to Liverpool Street non-stop in 1 hr. 38 min. 

The usual summer service with minor alterations is 
provided on the principal routes, with considerable re- 
arrangement of departure times from Liverpool Street, 
particularly on Saturdays. 

The 10.40 a.m. Liverpool Street to Yarmouth and 6.50 
p.m. Yarmouth to Liverpool Street will be known as the 
* Easterling,” and the 6 a.m. Sheringham (6.25 a.m. 
Cromer) to Liverpool Street and balancing service at 
3.40 p.m. as the “ Broadsman.” 

For the first time, a schedule of 48 min. is to operate 
between Southend and Fenchurch Street. The 9.5 a.m. 
from Southend, altered to 9.7, and return train from 
Fenchurch Street at 4 p.m.. introduced last winter, are 
accelerated by 2 min.: the non-stop run between Westcliff 
and London is 44 min. up and 45 down. This 48 min. 
booking compares with the fastest in L.T. & S.R. days— 
never bettered by the Midland—oft 50 min. A regular 
interval service is now provided between Fenchurch 
Street and Southend during the non-business hours. 

There is little of interest on the old Great Central, 
apart from the 11.30 a.m. Manchester London Road to 
Marylebone, which reverts to an afternoon departure and 
now leaves at 2.5 p.m., due Marylebone 7.20 p.m., with 
8 stops compared with the 1948 schedule of the former 
2.20 p.m. from London Road allowed 4 hr. 55 min. 
with 3 fewer stops. A new cross-country service is a 
through train between Mansfield, Nottingham and Clac- 
ton outward on Friday night and returning Saturday 
morning. 

The North Eastern Region timetable has been prepared 
on the same principle as that of the London Midland, 
but with greater success because of the larger size of 
type used on the timesheets. Among accelerated services 
we note that of 22 min. in the Saturdays only through 


train from Tynemouth to Glasgow. There have been 
some easings between Darlington and Newcastle, such as 
that of the “ North Briton,” now allowed 50 min. instead 


of 46 in the down direction and 49 against 45 min. up, 
but the 60 m.p.h. booking of the up train from Darlington 
to York is retained. 

The Scottish Region timetable was not available at the 
time of going to press. 

INTER-REGIONAL SERVICES 

Most of the cross-country services of last summer 
are reinstated, some with variations, such as the through 
train between Sheffield, Victoria, and the Kent Coast which 


this year is to run from and to Nottingham only, but 
with the added provision of a buffet car. New trains, 
some operating during specified periods only, include: 


8.10 a.m. (SO). Birmingham Snow Hill to Hastings 

8.48 a.m. (SO). Hastings to Birmingham Snow Hill and Wolverhampton 

10.10 a.m. (SO). Birmingham Snow Hil! to Ramsgate and Margate via Bicester 
North 

8.55 a.m. (SO). Margate to Birmingham Snow Hill, advertised to cal! only at 
Redhill 

7.40 a.m. (SO). Oxford to Bournemouth 

11.40 p.m. (FO). Manchester London Road to Hastings 

12.30 p.m. (SO). Hastings to Manchester London Road 

8.5 a.m haa Bournemouth West to Sheffield 

8.45 a. Bradford Forster Square to Scarborough 

8 p.m. Scarborough to Bradford Forster Square 

. i am (Moy » Newcastle to Lowestoft 

9.45 a.m. (FSO). Lowestoft to Newcastle 

11.35 a.m. (SO). Newcastle to Llandudno 

3.25 p.m. (SO). Llandudno to Newcastle 

11.40 p.m. (FO). Leeds to Yarmouth 

8.55 a.m. (SO). Yarmouth to Leeds 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Fares and Services from Nottingham 
April 25 


Sir,—I would like to draw your attention to some 
curious fare anomalies at Nottingham: 
4s. I Id. 


Newark return, Eastern Region 
. London Midland Region 2s. 2d. 


No cheap returns are issued on the Eastern Region. 
Leicester (274 miles) return, Eastern and London Midland 
Regions “a ; ee ; 3s. Od. 
Grantham (23 miles) return Eastern Region we 6s. 6d. 
No day returns are issued to Grantham, and all trains 
are slow and dirty, whereas many Leicester trains are corri- 


dor expresses. There are no trains from Nottingham 
Victoria to Bulwell, Hucknall, Kirkby, Sutton-in-Asnfield, 
and Mansfield (aggregate population 150,000) between 


6.40 p.m. and 9.55 p.m. 
Yours truly, 
J. HARGREAVES 
82, Clarges Street, Bulwell 


Diversions on Four-Track Lines 


Apri 

Sik,—Further to the letter in your April 21 issue, my 
Observations lead me to think that at Surbiton, anyway, 
electric trains running non-stop from that station to Water- 
loo are given decided preference over steam expresses 
running through Surbiton. 

For example, on a “non-stop train from Salisbury to 
Waterloo, we were brought to a dead stand in Surbiton 
Station (reached in 73 min. 31 sec. from Salisbury) and 
were able to watch an electric leave there and precede 
us on the through road to Waterloo. As far as my calcu- 
lations go, if we had been allowed a clear run through Sur- 
biton, the electric would have suffered no more inconveni- 
ence or lateness than having “one yellow ~ when it was 
ready to leave, though it would not have experienced any 
turther checks from us. 

A similar occurrence happened when | 
* Bournemouth Belle” and also when I travelled on the 
6.37 p.m. from Bournemouth. In the latter case, we first 
of all experienced signals at Woking due to the 7.20 p.m. 
from Portsmouth and then, having recovered from that, 
we were once again all but stopped in Surbiton Station, 
this being due to the 8.10 p.m. electric from Guildford 
which uses the fast road from Surbiton. 

I got into conversation with a signalman at Woking who 
told me that it was the rule to give preference to steam 
trains, and from my station sauntering at Woking, this 
appears to be usually the case. At Surbiton it appears to be 
quite the opposite. 


i: 22 


was on the 


Yours faithfully, 
R. S. HAINES 


42, Harvey Road, Guildford 


Wagon Turn-Round 


April 13 
Sir,—It was refreshing to note, in your issue of April 7, 
a brief reference to “ Motion Study in Industry.” [ wonder 
if Mr. D. J. Worrall, whose letter appears also in that issue, 
has any conception of the benefits available to industry, 
his own and the transportation industry, by intelligent 

application of the principles of time and motion study. 
Mr. Worrall gives a striking demonstration of “ diehard * 
argument. The first part of his letter describes the dis- 
gustingly archaic layout at the average colliery. Next, 
from the fund of his own experience, he describes how 
““quint ” wagons are perforce treated as single units, re- 
gardless of the tractive effort wasted by so doing. Finally 
he asks who is to call the tune to the British Railways 
piper. Unless something is done soon it will be the tax- 
Before the railway rates 


payer who will pay the piper. 


others, en 
counsel to argue the case against increased traffic rate 

It cannot be denied that the use of larger wagons ij! 
reduce handling costs and ipso facto, the railway w; 


tribunal the steel companies, amongst 


bill. I have never seen advanced the argument that te 
savings accruing from the use of larger wagons could | 
sibly be effected without similar capacity increases being 
made to the various tips, hoists, staithes, and yards o} 
wagon users. It 1s quite obvious that such installations 
are described in Mr. Worrall’s letter are hopelessly out 
date and expensive to operate. This being so, how m 
greater the savings that can be made as a result 
mechanisation. 

Nowadays, labour costs are the greatest of all in alm 
every large industry. The introduction of any meth 
of reducing costs and thereby, with British Railways, 
reducing losses, must be an advantage. 

I cannot believe that Mr. ER. B. Roberts hopes to ra 
steam before his water boils. Therefore let Messrs. Wi 
rall, Bell and “ Traffic Apprentice ” realise that an atten 
to hamper the logical progress of our railway system, 
using as an argument the out-of-date equipment of 1 
progressive railway wagon users, must and will only resi 
in increasing the burden of operating cost to the count 
as a Whole, as such out-of-date equipment increases 
dilapidation. 

Yours faithfully, 
A. J. PARKES 
31, Alphington Street, Exeter 


Passenger Services on the West London Lin 
March 27 

Sik,—In recent issues, particularly September 30 and 
November 4, 1949, and March 17, 1950, attention has bee: 
drawn by various correspondents to the lack of passengs 
services on the West London and West London Extensio: 
lines. 

Several railwaymen with whom I have discussed thi 
question tell me that it would be difficult to fit a reasonably 
frequent service of passenger trains into the timetable, duc 
to the heavy goods traffic which has to be worked over this 
line. IL am by no means convinced that this is so, and | 
write as one who has had some experience of railway opera 
ting problems. This section between North Pole Junction 
and Latchmere Junction carries a heavy traffic, but it is 
not being used to anything like its maximum capacity today 

In pre-grouping days operating difficulties may have arisen 
in connection with the West London Extension Railway, as 
no less than four companies (G.W.R., L.N.W.R., L.S.W.R 
and L.B.S.C.R.) had shares in it. Even so, the L.N.W.R 
managed to run a useful service between Willesden Junc- 
tion and East Croydon at one time. After grouping the 
situation was only slightly less complicated: three companies 
(the G.W.R., L.M.S.R. and S.R.), instead of the previous 
four. each had a share in the line. In spite of this, the 
L.M.S.R. and Southern provided a tairly frequent service 
on weekdays only, although it appears that the Great 
Western regarded it with some disfavour. Now that the 
railways are nationalised, the former difficulties arising out 
of joint ownership (in theory, at any rate) should cease to 
exist. 

There is a service running between Clapham Junction 
and Kensington Olympia on weekdays. It is not shown in 
the public timetables, and is but a meagre one. A few days 
ago I wished to travel from Clapham Junction to Kensing- 
ton. I was about to take a No. 49 bus, when, through a 
chance meeting with a friend who had a copy of the current 
working timetable, I learned that there was a convenient 
train (5.20 p.m. from Clapham Junction, Western Section). 
As he was also bound for Kensington, we proceeded to 
the booking office, and asked for two tickets to Kensington 
Olympia. The booking clerk asked if we wanted the tickets 
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dated for use on the following day. When we told him that 
we wished to travel on the 5.20 that same evening he seemed 
surprised, but issued the tickets readily enough when he had 
confirmed that there was such a train. 

\Ve had the whole train of four coaches to ourselves. 
The train takes 8 min. for the run, whereas the journey by 
bus occupies about 30 min., or even longer. This is a 
saving in time of about three-quarters of an hour on the 
return journey. If only the service were suitably adver- 
tised. what a splendid opportunity it would be to attract 
tra‘lic to the railway! 1 gathered that the particular train 
on which my friend and I travelled, together with one or 
two others, are (nominally) empty return workings of 
Government-chartered trains run for the benefit of Post 
Oflice employees working at Kensington. As the cost of 
running an empty train is practically the same as that of 
running a loaded one, it seems strange that ordinary passen- 
g are not given some encouragement to patronise the 
service. 

was told on good authority that a special service was 
operated over the West London Extension line in connection 
with Bertram Mills’ circus at Olympia last Christmas. If 
this was so, I, with hundreds of other potential passengers, 
was kept in ignorance of it. It certainly did not appear in 
Bradshaw, nor, so far as I know, was it advertised locally. 
In its editorial the current issue of the British Railways 
gazine expresses considerable concern at the falling-off 
in the number of passengers using railway services, and the 
resulting drop in revenue. The West London line is one 
reason for this sorry state of affairs, and one which could 
be put right quite easily, provided action is not delayed too 
long. As it is, it would be hard to imagine a more 
Gilbertian situation! 


Yours faithfully, 
DERRICK J. W. BROUGH 


35, Mulgrave Road. Cheam 


Rolling Stock Costs 
April 17 

Sir,—With reference to the editorial note in your April 
14 issue on the present high cost of rolling stock, I feel 
that by some changes in construction and design, costs 
could be reduced, both in building and subsequent main- 
tenance. 

1 refer solely to the building of main-line coaching stock. 
first, I would suggest the outside handrails be discarded 
this would reduce expenditure on cleaning time and 
materials—and replaced with chromium handrails inside 
the doorway as the traveller needs their assistance more 
when detraining. 

Secondly, build more vestibule, or open-type coaches, 
which are generally preferred. This would be a great 
saving in building time, and in material now used for 
construction of compartments with double doors. 

These need not be fitted with tables, as is now the 
eeneral rule, but the seating could be re-arranged to face 
the buffers at each end of the coach from its centre, or 
vice versa, giving an overall increase in train seating 
capacity and greatly reduce cleaning time. 

The greatest antiquity of our present coach design is the 
drop door window. It is the greatest single cause of 
draughts, and cold trains in winter, and the chief offender 
for the dirt and grimy internal appearance, and the admis- 
sion of obnoxious fumes in tunnels, all because of the 
traveller being unable to manipulate these windows. 

I suggest a fixed type window, with internal, thumb grip, 
lock release, and sliding door. Miles of expensive leather 
strap would be unnecessary, and there would be a great 
saving in the continuous replacement of the present type 
vindow and frame. 

This would lessen the frequency of internal renovation, 
ind general appearance, especially near door entrances, 
vould be cleaner and smarter. This type of coach also 
reduces the cost in electrical equipment. The compartment 
type needs some 40 light fittings and 28 light shades, the 
latter being vulnerable to accidents by the unwary. 

. Yours faithfully, 
W. FULLALOVE 


43, Rufford Road, Edwinstowe 
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Liverpool Street Station 


April 5 

Sir,—Whenever I use Liverpool Street Station | realise 
what a hardy race we English are, particularly those who 
hail from East Anglia. Surely the necessity of negotiating 
a footbridge to get from one part of the concourse to the 
other must alone make this important terminus unique. 
If this were due to some fundamental structural difficulty 
it might be borne with fortitude, for we all know there 
is little money for elaborate alterations to stations, however 
desirable. But to the casual passenger the breach is 
caused by three lines of railway which, although not 
explored, are believed to come to an inglorious end in 
Stygian darkness beneath the buildings overhead. They 
do not appear to be in constant use except perhaps for 
stabling purposes. 

Many years ago, Waterloo was bisected by a line of 
railway which was only used occasionally, and the London 
& South Western provided passengers with the convenience 
of a means of crossing at platform level—a movable bridge 
which was stowed away when the line was required for 
use. 

Will British Railways consider whether it would be 
practicable to provide some such amenity between plat- 
forms Nos. 9 and 10 at Liverpool Street? It seems to me 
hardly credible that such a suggestion has not been made 
before, but with a new broom looking for something to 
sweep clean perhaps it may now receive consideration. 

Yours faithfully, 
K. R. ALBROW 
2, Arundel Avenue, Ewell 

[The parallel with the old movable bridge at Waterloo is 
not apt, as in later years the connection between the 
L.S.W.R. and S.E.R. was rarely used, whereas the lines 
serving platforms 9 and 10 at Liverpool Street are in fre- 
quent use. Main-line trains and their locomotives often 
extend right up to the buffer stops beneath the hotel. A 
subway might meet the situation —ED., R.G.] 


British Railways Standard Locomotives 


April 8 

Sir,—Mr. A. J. Maxwell, in his letter in your issue of 
April 7, made certain statements regarding the suitability 
of the new standard footplates. While some of his asser- 
tions may be correct, others are not. He states that the 
L.M.S.R. firedoor is unsuitable, to which I agree, but the 
fault does not lie entirely with the handle. The whole 
design of the door is years out of date, as is also the design 
of the G.W.R. door. 

The purpose of a firedoor is twofold. The first is to 
allow coal to be fed easily into the firebox. The second 
is to keep the supply of secondary air constant above the 
firebed. One cannot keep a constant flow through a door 
which is being continually opened and closed, and the 
ill effects of a large amount of cold air entering a firebox 
are obvious. 

The only design of door that fulfils this twofold purpose 
is the “ Trap” type as used on the former L.N.E.R. In 
this design the main door was of the hinged type, and 
was closed at the start of a run and was not opened again 
until the finish. Coal was fed through a smaller door inset 
into the main one. This small door was kept open the 
whole of the time, thus ensuring a constant small supply of 
air to the firebox, sufficient to consume the smoke. The 
“ Trap ” door also kept much of the heat from the fireman 
while he was actually firing, and during the hours of dark- 
ness protected his eyes from the intense glare—an item of 
no mean importance to footplatemen 

Mr. Maxwell mentions that the fireman’s arm is exposed 
to great heat when he goes to close the firedoor. What then 
would be the state of his hind-quarters when he stood in 
front of the wide open door firing? A fireman must stand 
closer to the firedoor on a locomotive with a wide firebox 
to get the coal round into the back corners. I hope that 
this will also be realised by those responsible for the 
design. 

Yours faithfully, 
R. FAREHAM 
6, Byron Road, Mexborough 
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Ancillary Business ? 

Flats to be let in Eastbourne.—Apply 
Railway Station, Eastbourne. Also 
comprehensive list of houses for sale. 
An advertisement in “ The Times.” 


On Points? 

Cereal, Bacon, Vegetable, Desert, Tea, 
Coffee, and Sugar is not a restaurant 
menu, but the names of seven railway 
stations in the United States——From 
the “ Spanner” (Canadian Pacific Rail- 
way journal). 


Rugby-Market Harborough Centenary 

The direct rail link between Rugby 
and Market Harborough, a section of 
the London Midland Region of British 
Railways which was 100 years old on 
April 29, might never have been built 
but for the initiative of George Carr 
Glyn, Chairman of the London & Bir- 
mingham Railway, and, later, Chairman 
of the London & North Western Rail- 
way. 

Originally, a rival company proposed 
to build a line from Rugby to Hunting- 
don, but this scheme found little sup- 
port and the London & Birmingham 
Railway decided to build the line be- 
tween Rugby and Market Harborough 
if its shareholders would agree. On 
February 13, 1846, the shareholders 
gathered at Euston for their half-yearly 
meeting, under the chairmanship ot 
George Carr Glyn, and when the time 
came for discussing the new line he won 
support for the scheme. The Act for 
the powers to build the line was passed 
by Parliament and work commenced in 
the same year. 

Four years later, in April, 1850, the 
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line from Rugby to the new station at 
Market Harborough had been com- 
pleted; on April 29 the line and the 
station were officially opened. Bands 
played, crowds assembled along the line- 
side and cheered the flag-decked trains 
as they passed carrying local people, 
dressed in their finest. In the evening, 
dinners were given in honour of the 
builders. During May, work continued 
and on June 1 the 104 miles to Rock- 
ingham was opened, making 28 miles 
laid from Rugby. 


Locomotive Wheel in Church 

An 8-ft. driving wheel of a railway 
locomotive, a miner’s lamp, and other 
articles, representing South Yorkshire 
industries, were recently placed in the 
chancel of St. Jude’s Church, Hex- 
thorpe, Doncaster, for an Industrial 
Sunday service—From “The York- 
shire Post.” 


Brighter Travel in China 

The Ministry of Railways of the 
Chinese Government has proclaimed 
April as the month of a nation-wide 
“passenger coach renovation move- 
ment.” Following this proclamation, 
the Shanghai Railway Administration 
Office has set up a Passenger Coach 
Renovation Committee with the task of 
organising support for the movement to 
eliminate once and for all “the pheno- 
mena of darkness, cloudiness, dis- 
orderliness, dirtiness and slowness per- 
taining to passenger stock.” The reno- 
vation movement will begin with train 
windows, doors, seats, luggage racks 
and toilets on main lines, and must be 
completed by the end of the month. It 
has also been ruled that in future punc- 


Engine in Sugar 





Model of French locomotive made of sugar and almonds for the “ Nuit de la 
Locomotive”’ Ball held by the Inter-Allied Railway Club of Paris (see article 
on page 525) 
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THE SCRAP HEAP 


tuality in the departure of trains must 
be 100 per cent., and punctuality jn 
arrival 90 per cent. ; 


On Time for Elevenses 

Why does the driver of the “ Golden 
Arrow ” whistle each morning as he 
passes Orpington Hospital? To cheer 
up patients in the orthopedic ward 
which overlooks the railway. Said {} 


Assistant Matron: “It’s very much 
appreciated, and also useful as a time 
check for making coffee.” Comment 


by British Railways: “It’s one of those 
harmless gestures which help the world 
go round.”’—From the “ Daily Mail.’ 


Iron Bull 


The title of “Iron Bull” is now 
granted to locomotives of the Chinese 
National Railways “ which have run a 
certain number of kilometres without in- 
cident or a major overhaul.” The Rus- 
sian system of team responsibility was 
adopted in the efficiency drive last July; 
each locomotive is assigned to a group 
of nine workers who become fully re- 
sponsible for its maintenance and safe 
running, the nine-man groups compet- 
ing with each other. In March seven- 
teen groups in Manchuria celebrated the 
one-millionth kilometre of “ perfect 
running” over a period of 155 days, 
and now aim at a further 150,000 km. 
of perfect running by May Day; their 
locomotives have been awarded the title 
of * First Class Iron Bul!.” 


Smoke Rings 
(More thoughts on the “ smoking in 
restaurant-cars"’ controversy) 
Right here and now I beg to state 
I, too, must join the great debate, 
So, listen to the cri de coeur 
From yet another sufferer. 


| know just how a person feels, 

When, forced to take his meals on 
wheels, 

He finds some inconsiderate bloke 

Filling the car with pungent smoke. 

I much prefer my fish and chips 

Free from fag-ends and filter-tips, 

I know the sudden lack of verve 

When ash descends on the = hors 
d'oeuvres. 


I do not find my cup of char 
Improved by flakes from a cigar, 
Nor do I think it very nice 

To look for match-ends in my rice. 


Please, Mr. Smoker, don’t insist 

On puffing clouds of kerbstone twist 
Right in my undefended face 
Whilst I am toying with my plaice. 


In spite of all these moans, I fear 
I must confess and make it clear 
I, too, adore our fragrant Queen 
The lovely Lady Nicotine. 
Well, who's for baccy? 
grub? 
Who shall decide? Ay, there’s the rub. 
Study the problem without haste, 
You'll find it’s simply one of taste! 
A. B. 


Who’s for 
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OVERSEAS RAILWAY AFFAIRS 


SOUTH AFRICA 


Budget for 1951 

Minister of Transport (Mr. P. O. 
Sa in his Budget speech announced 
an erall increase of approximately 
10 oer cent. on all revenue-earning 
che ves from April 1, 1950. Certain 
ess al foodstuffs would be excluded 
fre the overall increase, and certain 
cla s of goods, notably minerals, 
mi have to pay more than the 10 per 


e Railways Financial Committee 
hac carefully estimated expenditure for 
the -oming financial year and the final 
res it, after allowing for every possible 
sa) ng in working costs as well as likely 
increases or decreases in revenue, fore- 
cas! a gross deficit of £8,700,000. This 
toiul included £1,000,000 to the Better- 
meat Fund and a special contribution 
of £461,000 towards meeting the defici- 
el in the Pension and Superannua- 
tic Funds. The Minister estimated 
that the new charges would bring in a 
total additional revenue of £8,787,000. 
The 10 per cent. surcharge would be a 
temporary expedient. 

[he Minister hoped to table the re- 
port of the Railway Rating Policy Com- 
mission, under the chairmanship of Sir 
Charles Newton, some time this session, 
but so far it had not been possible to 
make a detailed examination of the 
recommendations. For this reason, sub- 
ject to the exceptions, the tariff increase 
from April | was of all-round applica- 
tion and did not seek to bring about 
adjustments in the general tariff struc- 


(From our correspondents) 


ture. The Newton Report included pro- 
posals for the introduction of a new 
commodity classification, and for altera- 
tions fundamental to the rate bases. It 
was proposed to study the document 
during the ensuing year, and to consult 
organised agriculture, commerce, and 
industry. 

The Minister gave the following de- 
tails on how extra revenue would accrue 
from his proposals: 10 per cent. sur- 
charge, £7,616,000; revised rates on base 
metals, £224,000; miscellaneous charges, 
£526,000; increases on departmental 
cartage charges, £57,000; revised pay- 
ment basis for mails carried by rail, 
£364,000. The total estimated revenue 
for the ensuing financial year is 
£100,890,000, and the expenditure 
£99,340,000. The expectations of this 
Budget are that all services will show a 
profit, with the exception of the aero- 
dromes. 


CEYLON 


Railways (Amendment) Act 


The Railways (Amendment) Bill vest- 
ing additional power in railway officers 
was passed on April 4. It provides for 
imprisonment for those habitually travel- 
ling without tickets or in higher class 
compartments than their tickets entitle. 
Power is also conferred on_ station- 
masters, head guards of the trains and 
railway officers of higher rank to appre- 
hend without a warrant a person in a 
train or on railway premises who com- 
mits an offence chargeable under a 


——— 


I oe 
% 


written law; those apprehended are to be 
handed over to a_ police officer for 
inquiry and action. 


IRAQ 
New Rolling Stock 


Three standard gauge upper class 
sleeping and kitchen-cars, for service 
north of Baghdad on the line to Mosul 
and beyond, have been unloaded at 
Basrah. They are completely air-con- 
ditioned and were built by the Birming- 
ham Railway Carriage & Wagon Co. 


Ltd.. to the State Railways design 
through the Crown Agents for the 


Colonies. They are being followed by 
two non-air-conditioned upper-class 
Cars. 

The 350-mile journey from Basrah to 
Baghdad is made on special metre-gauge 
bogies at reduced speed, along with the 
Standard-gauge bogies loaded on metre- 
gauge flats. The permanent bogies are 
fitted on arrival at Baghdad. 


Excursions to Tourist Centres 


The State Railways have co-operated 
with Thos. Cook (Continental & Over- 


seas) Limited, Basrah, in providing 
weekly first class inclusive tours from 


Madqil (Basrah) to the ruins at Ur of the 
Chaldees and to the Euphrates town of 
Nasiriyah (130 miles). 

Parties of between 20 and 24 leave 
Maqil on Thursday evenings by ordi- 
nary train in two reserved first class 
sleeping cars. Refreshments are avail- 
able en route. Ur Junction is reached 


Mikados on the Nigerian Railway 





Canadian-built 2-8-2 heading British-built 2-8-2 “ River” class locomotive, both standard types in Nigeria 


Photo) 


IR. Howard 
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early on Friday and the coaches are 
detached -from the main train and 
coupled and vestibuled to a stationary 
dining car, without the passengers being 
disturbed. Morning tea and breakfast 
are served and the party then travels the 
short distance by car to the ancient ruins. 
The return journey for luncheon is 
made direct to Nasiriyah, 10 miles away 
and the terminus of a branch line over 
which the special coaches and dining 
car have meanwhile been worked by 
booked service. 

A tour of the town and surroundings 
by car is arranged in the afternoon and 
visits may be paid to the bazaars, gar- 
dens and cinemas. The party leaves 
after dinner, the special coaches being 
attached to the normal branch train and 
again to a main-line train at Ur Junc- 
tion. The train reaches Magil at 6.25 
the next morning, but for passengers re- 
turning to Persian Gulf destinations by 
air, the special coaches are subsequently 
shunted to Magqil Airport. 

Additional weekend tours are being 
arranged from Basrah to the middle- 
Euphrates town of Hillah and the ruins 


Publications Received 


British-Caprotti Valve 
lished by Associated 
Equipment Limited, 30, 
Street, London, S.W.1. 114 in. x 83 
in. 48 pp. Illustrated. Price 5s. This 
publication deals in considerable detail 
with the design and application of the 
British-Caprotti system of steam dis- 
tribution employing poppet valve gear 
controlled by camboxes driven by 
rotary gear: There is a_ general 
description of the valves, cambox driv- 
ing, and reversing gear for two, three 
and four-cylinder locomotives, and this 
description is illustrated by photo- 
graphs, sectional drawings, and dia- 
grams giving a clear picture of the 
various components and sub-assemblies. 
These include the camshaft assembly, 
with reversing crankshaft and rods in 
position, a view of the cambox show- 
ing the rocking lever assemblies, and a 
cambox with the cover removed to 
show the method of dismantling. Other 
illustrations include details of the cam- 
shaft and reversing shaft, exhaust 
cam details, and the components which 
constitute the axle drive. Included also 
are maintenance instructions, and de- 
tails of the application of the British- 
Caprotti valve gear to various classes 
of locomotives and marine engines. 


Gear.—Pub- 
Locomotive 
St. James’s 


L’Année Ferroviaire 1950. Paris 6e: 
Librairie Plon, 8, Rue Garanciére. 9 


in. x 54 in. 238 Illustrated. 
Paper covers. Price 495 fr. Published 
under the auspices of the French 


National Railways, this book provides 
valuable statistical and other factual 
information, preceded by articles on 
various railway topics. Current infor- 
mation includes analyses of traffics and 
of S.N.C.F. steam, electric, and diesel 
locomotive types, and notes on staff 
and financial questions and on electric 
power supply. Monsieur _Poncet, 
Manager of the South-Eastern Region, 
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of Babylon (287 miles), and to Baghdad 
(353 miles). Preparations are also in 
hand for inclusive short-leave tours to 
the mountain resorts of Kurdistan, man- 
aged by the State Railways and reached 
via Mosul or Erbil. 


IRELAND 


Strike of Locomotive Men 

An unofficial strike of engine drivers 
and firemen of Coras lompair Eireann 
began on the night of April 29 at 
Limerick over a demand by the men for 
promotion from firemen to drivers on a 
seniority basis. It spread first to Cork 
and Inchicore depots, and later to Grand 
Canal Street (Dublin), leaving Broad- 
stone the only Dublin depot unaffected. 
The men have rejected the appeal of 
their three unions to resume work pend- 
ing negotiations. 

The first effect of the strike was the 
Suspension of services on the Dublin to 
Cork and Limerick lines, and branches. 
The locomotive men at Bray an- 
nounced that they would join the strike 


writes on the Paris to Lyons electrifica- 
tion, of which the first stage was 
described in The Railway Gazette, 
January 27 issue; with his article is 
supplied the draft train diagram of the 
whole line after completion of the 
scheme. Monsieur Jouffroy, Chief 
Engineer, contributes an article on the 
relation of rail and road in the early 


days of French railways; Monsieur 
Doubrére, Inspector General, writes on 
railways and the  cinematograph; 
General Bergés on railways in war, 


with particular reference to the 1944- 
45 campaign in North-west Europe; 
and by Monsieur James de Coquet 
there is a brilliantly written essay on 
railways and grape traffic. 

Gears and Gear 
trated brochure containing selected 
technical data of considerable assist- 
ance to gear users has been issued by 
David Brown Gears (London), 
Limited, North Circular Road, Lon- 
don, N.W.10. The data are prepared to 
enable users to select the most suitable 
gears or unit for their purpose, or to 
prepare blanks of correct dimensions 
where they require gear-cutting ser- 
vice. The brochure also contains in- 
formation on the installation and 
maintenance of Radicon worm re- 
ducers and other products of the firm. 


Where You Fit In—The Road Haul- 
age Executive has prepared this 16-page 
illustrated booklet to ensure that its em- 
ployees will have a full appreciation of 
their part in the new organisation. It is 
shown how almost the whole of British 
long-distance road haulage is_ being 
formed into eight geographical Divi- 
sions, each containing a number of Dis- 
tricts, in turn subdivided into Groups. 
Separate editions have been prepared for 
each Division, and the narrative, which 
is brief, but informative, is amplified by 
a number of diagrams. Major-General 
G. N. Russell, Chairman of the Road 


Units.—An__illus- 
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on the night of April 3. The ser. ices 
from Dublin to Galway have not »en 
involved. 

WESTERN GERMAN 

More Passenger Rolling Sto 
The placing in service, as fro: ay 
14, when the summer timetable be es 
operative, of 30 per cent. more © mi- 
fast trains and 10 per cent. more ‘ast 
trains has been made possible b\ the 


release of 40 second class and 160 | jird 
class coaches hitherto reserved fo the 
occupation authorities. The fo ner 
Mitropa_ rest-cars (Liegewagen) ive 
been converted into third-class slec \ing 
cars which are very popular. A | rge 
number of this type of car wil! be 
placed in service as from May 14. 

Ten new railcars are to be places in 
service in the Hamburg and Augsburg 
areas. They are 34 ft. 5 in. long, and 
accommodate 53 passengers, with r: 
for 56 standing passengers. Their maxi- 
mum speed is 56 m.p.h. 


Haulage Executive, has contributed a 
personal note in which he emphasises the 
importance of every individual in the 
organisation, and there is an outline of 
the arrangements for negotiating terms 
and conditions of employment, together 
with a note on trade unions. The part 
played by the Road Haulage Executive 
within the British Transport Commission 
receives special attention, and a note em- 
phasises that British Transport is obliged 
by law to pay its way and shows that 
in the long run the amount each man 
gets out of it must inevitably depend on 
the amount of business done and the 
cost of doing it; there was no question 
of the taxpayer and Treasury coming 
to the rescue year after year. 

Modern Magnet Alloys.—A review of 
progress made in the development of 
permanent magnet alloys is given in an 
article by Mr. Allan Torry and Mr. Alun 
Edwards in the March issue of the 
Nickel Bulletin published by the Mond 
Nickel Co. Ltd. The magnetic proper- 
ties of nickel-alloy irons have assumed 
increasing importance with the develop- 
ment of radar, television, and electronics, 
while of special interest to designers of 
such equipment are tables giving the pro- 
perties of standard permanent-magnet 
alloys and a diagram showing the sizes 
of magnets in different materials re- 
quired for the same energy and perfor- 
mance. Abstracts of current published 
information of nickel and its alloys are 
also included in this issue of the Nickel 
Bulletin. 


Concrete Roof Beams.—A 
weight concrete roof beam designed 
primarily for use where a_ light 
economic roof is required, has been 
developed by Dow-Mac (Products). 
Limited, Tallingford, Stamford, and is 
described in an illustrated catalogue 
which includes dimensional drawings 


light- 


and technical information on the stan- 
dard beam and those of special design. 
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British Railways First Gas-Turbine Locomotive 


Brown-Boveri 


2,500-h.p. 


locomotive for the 


Western Region 


incorporating a single-stage open-cycle turbine with heat exchanger 





THE Brown-Boveri gas-turbine loco- 

motive, built for the former Great 
Western Railway Company and recently 
delivered to the Western Region, British 
Railways, is about to go into service. 
The locomotive arrived in this country 
during the first weekend of February. 
Since then it has made a number of trial 
runs and has been subject to the usual 
tests. 

The locomotive is double ended; two 
identical cabs giving unobstructed 
lookout are provided. The power unit, 
consisting of gas turbine, compressor, 
heat exchanger, combustion chamber, 
and geared generator assembled on an 
auxiliary frame, takes up the larger part 
of the machine room, which is partially 
sub-divided by the air intakes to the 
compressor. 

At the combustion chamber end is the 
auXiliary diesel-generator set, the train- 
heating boiler, and one of the traction 
motor fans. The other fan is placed 
at the main generator end, together 
with the mechanically-driven and the 
motor-driven exhauster-compressor sets 
for the brakes. 

Fuel oil, lubricating oil, and water are 
carried partially in the roof and partially 
in the middle portion of the main frame. 


Principal Dimensions 


The main technical data of the loco- 
motive are as follow: 
Gauge ° - eee 4 fe. 8fin. 


Length over buffers. 63 ft. 0 in. 
Max. height from rails ‘ w. 13 ft. 4in. 
Diameter of driving wheels | «» 484 in. 
Diameter of carrying wheels son ae 


Continuous rating of gas turbine unit 2,500 h.p. 
Tractive effort at wheels 


During starting 31,500 Ib. up to 


abt. 21 m.p.h. 
Continuously ows ion o (Aer a a 
64 m.p.h 
8,400 Ib. at 
90 m.p.h 
Maximum speed ‘ 90 m.p.h 
Number of driving axles and traction 
motors on vias 
Weight of mechanical part 118,000 Ib. 
om thermal 72,000 Ib. 
electrical ‘ 53,000 Ib. 
Weight of stores -—s, water, sand, 
etc.).. ‘ 17,000 Ib. 
Weight per axle ‘ ... 43,000 Ib. 
Adhesive —— ‘ .. 174,000 Ib. 
Fuel... ein ; ... Heavy fuel oil 


The mechanical part supplied by the 


Swiss Locomotive & Machine Works 
consists essentially of two identical 
three-axle bogies, the main frame, and 
the coach body supported thereon. 
The frame and transverse beams of 


the bogie are of tubular section, made of 


high-grade steel and welded through- 
out, as shown on page 508. Care has 
been taken to avoid excessive concen- 
tration of stress. The bogie frame rests 
on the axle boxes through helical 
springs. 

The axle boxes have SKF roller 
bearings and are guided by two vertical 
cylindrical pins. These pins are case- 
hardened and ground. Screwed inside 
them are rods for holding the boxes in a 
downward position and for fixing the 
friction dampers. To damp out vertical 
oscillations a dry friction damping de- 








vice is provided underneath, the amount 
of damping of which can be adjusted. 

The two outer axles on each bogie 
are each driven by an electric motor 
through gears; the centre axles on each 
bogie are carrying axles. The driving 
axles are held sideways on the driving 
side only, the outside race of the roller 
bearing being held there between the two 
covers of the bearing. On the other side 
the roller bearing is provided with a cer- 
tain amount of side play. 

New Bogie Design 

The arrangement for the support of 
the body and the transmission of the 
tractive and braking forces are shown in 
the sectional drawing, which gives a 
cross-sectional view of this new design 
of 3-axle bogie with lateral play of the 
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View of driver's cabin showing the controls 
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middle axle as developed by the Swiss 
Locomotive & Machine Works, Win- 
terthur. 

As will be seen from the same draw- 
ing, the body rests at each side on 
the two corresponding sorings 12 and 
13 through the supports 17 and 18 
lodged in buckets forming one piece 
with the buckle of the springs. 
These buckles and consequently their 
springs 12 and 13 are made to move 
integrally with the main frame by 
the links 16. The ends of the springs 
forming one pair are connected by 
equalisers 11 which transmit their load 
to the frame through the inclined swing 
links 14. They are also joined to each 
other by means of the floating beams 10 
which, for sideways movements, make 
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the wheels, axle, axle boxes, and the 
carrier disc. In addition, the spring 
drive gives the possibility of utilising 
very high-speed driving motors of big 
output and light weight. 

Transmission of the torque to the 
driving axle is on one side only; see 
illustration on page 509. The working 
principle of the Brown Boveri spring 
drive can be seen from diagrammatic 
views of the axle drive illustrated on 
pages 51! and 512. A quill stump 
1, secured to the housing of the 
motor, surrounds the driving axle 7 
with sufficient play to leave complete 
freedom to the relative movements of 
the driving axle and the underframe. 
Ihe gear wheel 3. driven by the motor 


pinion 2, is carried by two 


May 5, 19 


gear case 6, which also allows ot 

tive lubrication of the teeth and 

moving parts. The lubricant (o 
taken up by the gear wheel and 
tained in constant circulation 01 

vulnerable parts. 

The underframe of the locomo 
carried on the bogie bolsters a 
viously explained. The unde: 
girder is welded throughout and 
up of constructional steel sheet 
cross stretchers and © stiffeners 
secured by rivets. Built into the u: 
frame between the bogies are the 
for water, heavy fuel, and lubric ' 
oil. Fixed to this section of the | : 
frame are also compartments for > 
storage battery and pump sets. 

The auxiliary frame carrying 





Showing the bogie frame of tubular construction, centre pivot, and side bearers 


them move integrally with the body by 
means of the coupling links 9 and the 
cross-head 5. All articulations between 
the body and the bogies for controlling 
lateral and longitudinal motions, are 
fitted with Silentblocs. To allow of the 
side play of the middle axle, the axle 
box 21 is separated from the guides 24 
and the vertical load is transmitted from 
the box to the guides by means of the 
floating beams 22 and 23 which also 
exert on the axle at the same time a cer- 
tain centring force. 

The driving motors transmit their 
torque to the wheels through the Brown 
Boveri individual axle drive with quill 
stump and spring coupling. With this 
drive a_ considerable reduction is 
achieved in the total unsprung weight in 
contradistinction to nose - suspended 
motors, because it allows the motor and 
gear to be rigidly fixed to the bogie 
frame. 

The unsprung weight is thus re- 
duced to a minimum, comprising only 


sphericai roller bearings mounted on 
the quill stump. The transmission of 
the torque from the gear wheel to the 
driving axle is flexible through 8 coil 
springs 4, which are built into the 
spring cups. The lips 5 on either side 
of the rim of the gear wheel form the 
sides of the spring cups. The two ends 
of gach coupling spring are formed by 
caps which are guided in the cups. A 
carrier disc 8 pressed on to the axle, and 
the 8 rugged spider arms of which press 
on the spring caps, forms the coupling 
betwesn the big gear wheel and the 
driving axle which can move vertically. 
The coupling springs are compressed 
when relative movement occurs between 
the carrier arms and the gear wheel. 
Stressing of the springs due to contri- 
fugal force can be disregarded because 
the springs press on their whole length 
against the outer wall of the! spring cup 
The whole gear with springs and sliding 
surfaces of the spring caps is protected 
from dust and dirt by a closely-fitting 


entire thermal power unit is supported 
in the main frame on a three-point sus- 


pension. The arrangement prevents the 
elastic distortions of the locomotive 


from being transmitted to the auxiliary 
frame and thus to the thermal unit, 
and secures a very steady riding of the 
locomotive. 

The sections of the locomotive body, 
ihat is, the side panels as well as the 
roof sections, are bolted to ribs (con- 
tinuous or in sections where necessary), 
whereby sufficient elasticity of the whole 
structure is secured and the body as a 
whole can follow the deflection of the 
locomotive main frame, which amounts 
to approximately 3 in., without disto: 
tion of the individual parts. 


Coach Body 
The coach body is sub-divided by 
tightly-fitting partition walls into two 
closed-off driver’s cabs and the engine 
room. Each cab has two side doors 
and a third one leading to the machine 
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ro. 1, which is provided with two side 
gi ways. The two driver's compart- 
m. (s are riveted to the main frame, 
w' reas the middle part of the body is 
bi ed for its whole length to the floor 
p| ing of the frame. With the excep- 


tic of those of the train-heating boiler 


co ipartment, all side panels can be re- 
m ved from the body frame on the 
o. side so that the greatest possible 
ac essibility to the power unit and 


THE 
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a second brake handle which acts only 
on the locomotive pressure brakes, 
which affords particularly smooth and 
exact braking of the locomotive when 
engaged in shunting or running light 
engine. 

[he compressed air for the engine 
brakes and pneumatically - operated 
apparatus and the vacuum for the train 
brakes are generated by two recipro- 
cating exhauster-compressor sets; one 





Floating beams and helical springs 


apparatus is provided. The central 
portion of the side wails is occupied by 
the oil cooler assembly consisting of 
three coolers on each side. As regards 
the frame of the body itself, the main 
body ribs between the compartment for 
the steam-heating boiler and that for 
electrical apparatus can also be re- 
moved so that the complete power uni, 
including generator and combustion 
chamber, can be placed in_ position 
from above. 

The roof sections over the train-heat- 
ing boiler and over the power unit are 
removable to facilitate the erection of 
the larger parts of the equipment. The 
roof above the combustion chamber is 
provided with ventilation louvres, and 
the part over the heat exchanger with 
longitudinal baffled slots which allow 
the exhaust gases to escape without per- 
mitting rainwater to enter. The roof por- 
tions above the auxiliary diesel and the 
rear cab accommodate service tanks 
for water and light fuel oil. 

The locomotive has a compressed-air 
brake system for the locomotive and 
vacuum brake equipment for the train. 
This arrangement was necessary because 
the restricted overall dimensions to 
which the locomotive had to be built 
precluded the use of vacuum equipment 
on the locomotive. The two systems 
are so combined that by the operation 
of one control handle by the driver the 
brakes are simultaneously and propor- 
tionately applied both on the locomo- 
tive and on the train. In addition, 
however, the driver has at his disposal 
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ing brake set of the corresponding bogie. 
Electrically-controlled pneumatic sanders 
are provided for the driving wheels. 
The Gas-Turbine Power Unit 

A single-stage open-cycle gas turbine 
with heat exchanger is used for the power 
unit, a cross-section drawing of which 
is shown. The air is aspirated by 
the compressor, compressed, passed 
through the heat exchanger where it is 
preheated, and delivered to the combus- 
tion chamber. There, one part of the air 
is used for the combustion of the fuel 
oil injected under pressure, whilst the 
remaining and by far larger portion of 
air serves for cooling the side walls of 
the combustion chamber and for reduc- 
ing the gas temperature at turbine inlet 
to the value determined by the heat- 
resisting qualities of the blade material 
and the long service life demanded for 
such a plant. The hot gases expanding 
in the gas turbine produce mechanical 
work, part of which is used to drive the 
compressor, and the rest, forming the 
actual useful output, transmitted to the 
main generator through a_ reduction 
gear. Before escaping through the roof to 
atmosphere the turbine exhaust gases 
pass through the heat exchanger, giving 
up part of their heat to the compressed 
air on its way to the combustion cham- 
ber, which brings about a corresponding 
reduction in fuel consumption. 

The air is aspirated through openings 
symmetrically placed in each side wall 
of the locomotive and connected to the 





Gearwheel mounted on axle and quill stump for fixing to motor housing 


is electrically-driven, and the other belt- 
driven from an extension of the genera- 
tor shaft. 


Brake-Rod Arrangement 

The brake-rod arrangement of each 
bogie is divided into two independent 
sets, each actuated by a separate brake 
cylinder which allows of considerable 
simplification and unification of the 
different parts. The brake cylinders are 
located underneath the outside cross 
stretchers of the bogie frame. The hand 
brake in each cab acts on the neighbour- 


air intakes of the compressor by two en- 
closed ducts. This has been done to 
prevent the combustion air becoming 
mixed with oil vapours or preheated in 
the machine room. The casing of the 
multi-stage axial flow compressor is of 
cast steel and rests on the auxiliary 
frame, which also carries the gas turbine 
and the generator with gear. The com- 
pressor blades are of special steel. The 
air outlet pipe from the compressor is 
provided with several expansion joints to 
deal with the different expansions of the 
gas-turbine set and the air heater. The 
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latte. consists of a great number of tubes 
exp ided at both ends into tube plates. 

| contradistinction to plants derived 
fro’. aircraft design there is only one 
cor ustion chamber, which is lined with 
rem vable sections of special steel. The 
fue. s delivered by a separate pump set 
anc -prayed into the combustion cham- 
ber oy a single centrally-located injec- 
tio: rozzle of special design. The com- 
bus on air is admitted to the spray 
thr igh swirl vanes. The set is started 
up 02 light fuel (diesel) oil, and when 
tho oughly warmed through is changed 
ove to heavy fuel-oil for normal service. 

obtain good atomisation in the 
bur ier nozzle, the high-viscosity heavy- 
fue oil used is preheated in a system of 
tubes placed in the stream of the exhaust 
gases. The flame in the combustion 
chanber is ignited at starting of the set 
by an electrically heated ignition ele- 
ment. As the combustion gases pass 
down the combustion chamber they are 
gradually mixed with the excess air until 
i uniform temperature is reached at the 
gas-turbine inlet. 
he inlet casing of the multi-stage 
reaction-type gas turbine is of special 
cast steel, and the blades of a special 
heat resisting alloy. Stainless steel has 
been used for the slotted roof portion 
over the heat exchanger through which 
the exhaust gases leave the locomotive. 
fo reduce radiation losses all parts of 

» power unit are lagged and covered 
with aluminium sheeting. 

The gas turbine and the air compres- 
sor are each supported by two journal 
bearings; the compressor end bearing is 
a combined journal and thrust bearing 
to take up any residual axial forces of 
the set. The generator is driven from 
the compressor shaft through a single 
helical reduction gear equipped with 
special collar to take up the axial thrust 
due to the inclination of the teeth. 
Pinion and compressor shaft are con- 
nected by a toothed type coupling. All 
bearings of the thermal-electric unit are 
lubricated by oil under pressure sup- 
plied from a direct-driven gear type oil 
pump located in the main gear case. Fin 
type oil coolers are mounted in the air 
intake openings in the side walls of the 
locomotive. 


Power Unit Data 
[he following are the main technical 
data of the gas-turbine power unit at 
full load. 


Compresior dslivery pressure 36 Ib. sq. in. g° 
Gas turbine inlet temperature 1,100° F. 
Exhaust gas temperature Abt. 480° F. 
Gas turbine and compressor speed > 7 r.p.m. 
Gear ratio : an : st 
Generator speed S78 r.p.m. 

Input at generator coupling 2,500 h.p. 
Overall thermal efficiency .. ; 16°9 per cent. 
Corresponding fuel consumption ... 0°87 Ib. h.p. h 


Overall thermal sane at 80 per 


cent. load . 17°5S per cent. 


Cc esnetesiatic: dita, of the heavy fuel 
oil used are: - 


Specific gravity 0°95 at 60° F. 
Viscosity 950 sec. Red- 
wood | at 
100° F. 
Net calorific value . 17,400 B.T.U./Ib. 
Ash content ... Abt. 0°05 per 
cent. (O'l per 
cent. max.) 
A simplified diagram of the main 
electrical circuits is shown on page 
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510. The main generator supplies 
the four d.c. traction motors, which 
are continuously connected in 
parallel, through the motor _isolat- 
ing switches and the reversing switch 
which determines the direction of 


running of the locomotive. The motors 
are protected by overload relays in the 
main motor leads acting on the isolat- 
ing contactor of the respective motor. 


Electrical Equipment 
The electrical equipment comprises 
the main generator, the traction motors, 
the auxiliaries, and control apparatus. 
The main generator—To obtain the 
strongly drooping characteristic essen- 
tial for traction purposes the generator 


BY | 


fan is placed on the commutator side. 
The cooling air is drawn in on the driv- 
ing side and expelled underneath after 
passing over the bearing. 

The main generator is a multi-polar 
machine with commutating pole and 
compensating windings. 

The ratings of the main generator are 
as tollow:— 


Continuous rating 
One-hour rating 
Max. working speed ... 


The traction 
springborne (i.e., 


2,340 A. at approx. 675 V 
2,640 A. at approx. 760 V 
875 r.p.m. 


motors are entirely 
free with respect to 
axles) and rigidly fixed to the bogie 
frame. The motor torque is transmitted 
to the driving wheels by means of the 
Brown-Boveri spring drive. 





1. Quill stump secured to motor housing 


Transmission spring 5 


Traction motor 


is equipped with three inter-acting ex- 
citation windings, namely: a counter- 
compound winding, a shunt winding, and 
a separately excited winding. The latter 
is fed from the auxiliary generator. 

The rotor carrying the electrically and 
magnetically active part of the armature 
is a hollow steel casting. At the driving 
end the armature shaft is constructed so 
as to form a flange which is boited 
rigidly to the flange of the reduction 
gear so that at this end the armature is 
supported by the bearing of the reduc- 
tion gear. The generator itself nas only 
one bearing at the commutator end, and 
is of the journal type lubricated by oil 
under pressure. The armature lamina- 
tion assembly is pressed on to ribs on 
the hollow rotor. 

The commutator is bolted to the hol- 
low armature shaft. The brush holders 
are carried by easily removable brush 
arms of a similar construction to those 
of the driving motors. The brush gear 
can be rotated. 

The generator is self-ventilated. The 


> 


2. Motor pinion 3 
Gearwheel flange lip 


Big gearwhee! 
6. Gear case 


with Brown-Boveri individual axle drive 


The motors are of the series wound 
type and have forced ventilation. Their 
ratings are as follow: 

Continuous rating: 397 kW.,720V., 585A 


One-hour rating: 394 kW., 636 V., 660 A., 
Gear ratio: 21:73 = 1:348 


The motors have a cast-steel frame 
containing six main poles and six auxi- 
liary poles. The armature shaft runs in 
roller bearings. The six brush carriers, 
each carrying two brushes, are sup- 
ported by a ring which can be turned 
to allow of access to the brushes by the 
opening underneath the motor. 

The auxiliaries—The locomotive is 
equipped with an auxiliary direct cur- 
rent generator driven by a six-cylinder 
four-stroke Saurer diesel engine. In 
addition to the separate excitation cur- 
rent for the main generator the auxiliary 
generator provides the power for all the 
auxiliary machinery, lighting, and heat- 
ing on the locomotive either direct or 
through the battery which it is charging. 
When starting the gas turbine power 
unit the auxiliary generator supplies the 


.1,550r.p.m. 
1,290 r.p.m. 
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necessary power to the main generator 
which runs as a motor. Finally, the 
auxiliary generator can be connected to 
two of the traction motors (one in each 
bogie) and thus drive the locomotive as 
light engine. 

The auxiliary generator—The_ con- 
struction of the auxiliary generator is 
similar to that of the main generator. 
The rotor carrying the armature stamp- 
ings is a hollow steel casting which is 
flanged rigidly to the flange of the diesel 
engine. The auxiliary generator has only 
one bearing which is situated at the com- 
mutator end and is of the roller type. 
The armature lamination assembly is 
pressed on to ribs on the hollow rotor. 
The commutator is bolted to the hollow 


1 Quill stump secured to motor housing 
8. Gearwheel flange lip 6 


Gear case 
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this set is to supply at a constant 
voltage the control and lighting circuits 
on the locomotive. It consists of a 
motor and generator built together as 
one unit. An automatic voltage regu- 
lator ensures a constant output voltage. 

Control oil pump—This pump main- 
tains the oil pressure in the hydraulic 
control systems of the locomotive, as 
well as lubricating the bearings of the 
power unit until the speed of the latter 
is sutlicieat for the direct-driven lubri- 
cating pump to function. 

Cooling oil pump—The cooling oil 
pump delivers oil to the bearings of 
the gas turbine after the latter has 
been shut down so as to remove the 
heat which they receive from the still 


Big gearwheel = 4. Transmissic 
7. Driving axle S 


} springs 
Carrier dis¢ 


Cross-section view of the axle drive 


rotor. The brush gear can be rotated. 
The auxiliary generator is a multi 
polar machine with counter-compound 
and starting winding. It has one bearing 
shield situated at the commutator end. 
The frame is bolted to the diesel engine 
so as to form one unit. 

The rating of the auxiliary generator 
is as follows: 


Continuous rating 
Max. working speed 


40 kW. at 100 V., 1,150 r.p.m 
1,500 r.p.m 

The storage battery —Due to the use 
of the auxiliary diesel-driven generator 
both for starting the gas turbine and 
supplying the auxiliaries, the storage bat- 
tery can be kept comparatively small. It 
serves to start the diesel set and to supply 
those control and auxiliary circuits 
which are to be operated without the 
diesel set running. The Alklum iype 
cadmium-nickel battery consists of 54 
cells with a capacity of 200 amp. hr. 

The following auxiliaries are fed 
from the auxiljary generator or the 
battery respectively. 

Voltage converter 


sel-—ihe object o! 


hot turbine. The cooling oil set is auto- 
matically started on stopping of the gas 
turbine and stopped by a time switch 
after sufficient time has elapsed for the 
gas turbine to cool down. 

Pumps for light and heavy fuel oil 
These pumps deliver the fuel to the 
combustion chamber under sufficient 
pressure for it to be pulverised at the 
burner nozzle for combustion. The 
light oi] is used in the turbine during 
the starting-up period only, until the 
heavy oil, which is the normal fuel, is 
sufficiently preheated. 

Ienition rod control—The 
rod is moved in and out of the com- 
bustion chamber by a small electric 
motor controlled from the driver’s desk. 

Automatic barring gear—The object 
of this gear is to turn the shaft of the 
gas turbine through 180 deg. at inter- 
vals after it has been shut down, so as 
to avoid a temporary deflection of the 
shaft whilst it is hot. The barring gear 
motor is automatically controlled by a 
time switch 


ignition 
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Blowers for cooling traction ors 
-There are two. electricall en 
blowers each serving the two m in 
one bogie. The blower sets are ted 
in the machine room and a yn- 
nected by means of ducts and 
bellows to the traction motor 
air branches. 
Motor-driven —compressor-ex er 
set-—Vacuum for the train brake 
and compressed air for the loc« 
brake system and pneumatic co; 
produced by a belt-driven ex 
compressor set. An electrically 
set is specially provided to supp! 
pressed air when the gas turbin 
shut down and the locomotive | 
light on the diesel set, and to b« 
production of vacuum for quick 
of the vacuum brakes on the trai 
this latter purpose it is switched i: 
matically when the driver place 
brake valve in the release position 
Train heating plant—For the 
heating requirements the locom 
carries a Clarkson thimble tube | 
of 1,000 Ib./hr. steam capacity. 
boiler is fired with light fuel oil 
incorporates two electric motors, 
the feed water pump and the burne 
-espectively. 


her 
ing 


Operation and Control 

All operations for the starting, s 
ping, and control of the gas tur 
power unit, the diesel generator set, 
the auxiliaries are remotely carried 
from the cabs. All controller hand 
push buttons, and supervising inst: 
ments are grouped on the driver's desk. 
They are laid out for one«man opera- 
tion aithough, in accordance’ with 
British Railways established practice, 
the locomotive will carry a crew of two. 

The first thing the driver will do in 
boarding the locomotive is to start the 
auxiliary diesel generator set by press- 
ing a push button. This connects the 
storage battery to the auxiliary genera- 
tor which then motors the diesel up to 
ignition speed. The driver can now 
switch the auxiliary generator on to the 
traction motors and in this manne! 
shunt the locomotive at speeds up to 
about 15 m.p.h. This practice has 
proved to be very valuable and eco- 
nomical in service because it provides 
the locomotive with an alternative 
sources of power and makes it unneces- 
sary to run the gas-turbine unit for 
light service requirements. 

A few minutes before the train is due 
to leave, the driver proceeds to start the 
gas-turbine set. This is done by con- 
necting the auxiliary generator to the 
main generator, which, running as a 
motor, accelerates the gas-turbine unit. 
Meanwhile the fuel pumps have been 
started, and when the ignition speed is 
reached the burner nozzle is opened 
and the light fuel ignited. The thermal! 
unit now accelerates further under Its 
own power, and the diesel generator can 
be disconnected and switched over to 
supply the auxiliaries. As stated, start- 
ing is normally effected on light fuel 
oil, but after a few minutes the heavy 
fuel oil will have been sufficiently pre- 
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heated, so that the changeover can be 
effected. 

The driver controls the starting of the 
train and its subsequent speed through 
the handwheel of the main controller 
which acts on the governing system 
of the locomotive. Each notch of the 
main controller corresponds to a cer- 
tain power of the gas turbine unit, this 
power being determined by turbine 
speed and fuel quantity. A simplified 
diagram of the governing system is 
shown on page 513. 

On each notch of the controller 18 
an electro-pneumatic valve 17 is 
actuated which sets the speed of the 
turbine and the corresponding rate of 
fuel delivery through the levers 15 and 
16, respectively. Lever 16 actuates the 
pilot valve 12, thus setting the pressure 
in the control oil system 20, which 
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governor 9 and 10 regulates the 
pressure of the oil in system 19 to such 
a low value that the driving piston of 
the servo field regulator 13 is moved by 
the pressure of the spring into its right- 
hand end position so that the resist- 
ance 14 is short-circuited and the ex- 
citation of the generator brought 
to its maximum value. As the train 
gains speed the power demand from 
the traction motors diminishes. The 
effect is a tendency of the power unit 
to raise its speed still further. This 
is, however, prevented by a reduction 
in the rate of fuel delivery since, on 
further increase in the speed of the 
power unit, falling of the oil pressure 
in system 19 influences the pilot valve 
iz. 

On the higher notches of the con- 
troller, which correspond to the normal 





One of the four 


determines the position of piston 11. 
This latter sets the opening of the 
nozzle 8 and thus regulates the rate of 
delivery of fuel. At the same time 
lever 15 sets the speed of the gas tur- 
bine unit by moving the sleeve of the 
speed governor 10. 

The natural characteristic of the 
series traction motors is such that these 
motors do not transmit the same 
power at all speeds. The governing 
system must allow for this fact, and it 
does so by means of the servo-field 
regulator developed by Brown Boveri 
especially for thermo-electric vehicles. 
In a state of equilibrium, that is, when 
the locomotive is running at constant 
speed and tractive effort, the power 
developed by the power unit corre- 
sponds to the output of the generator, 
the turbine speed remains the same, 
and the regulation system is not 
brought into operation. 

On the lower notches of the con- 
troller, which are used for starting the 
train, the rate of delivery of fuel is so 
high that the turbine speed somewhat 
exceeds the normal value. The speed 


traction motors 


speed range of the locomotive, the trac- 
tion motors might impose more load 
on the generator than corresponds to 
the actual notch position. The servo 
field regulator now limits the load im- 
posed on the generator by regulating 
the excitation current. This takes place 
in the following manner: if, on change 
of gradient, the traction motors begin 
to demand more power than that 
corresponding to the controller posi- 
tion, then the power unit will tend to 
slow down. 

The speed governor 10 now causes 
the oil pressure in system 19 to 
rise, so that the piston of the servo 
field regulator begins to move to 
the left, thus reducing the excitation 
current by increasing the resistance 14. 
The result is that the output of the 
generator is limited; at the same time 
the reduction in turbine speeds is 
corrected and thus a new state of 
equilibrium reached. 

When the piston arrives on its left- 
hand end position and the current 
demand from the motors has not yet 
been fully met, the turbine speed 
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would again start to fall off rapid’ as 
the servo field regulator can ha 10 
further influence. In this case t n- 
crease of control oil pressure in s n 
19 restricts the flow from the rt 
valve 12 and thus brings ab 4 
limited increase in the rate o | 


delivery. Similarly the reverse es 
place when the power demande >, 
the traction motors diminishes. é 

The above explains the worki yf 
the servo field regulator and n- 
fluence on the governing system 
locomotive when the main con er 
is left in a certain position. 
driver wishes to influence the spe. of 


the locomotive by his own acti: le 
need only move the control whe: to 
a new position. This energi a 
different electro-pneumatic valv: id 
thus alters the power available. 

It might be interesting to follo e 
action of the governing system in such 
a case and to see how it shortens the 
time which the power unit requires to 


attain the new output value. When 
“notching up,” the speed of the power: 
unit temporarily lags behind the value 


corresponding to the new setting of the 
speed governor sleeve 10 because o! the 
inertia of the rotating masses. [his 


will increase the pressure in system 19, 
thus reducing the excitation current o 
the generator and, through the action 
on pilot valve 12, temporarily increas- 
ing the rate of fuel delivery above the 
rate set by the controller. As a result 
of this simultaneous reduction in elec- 
tric load and increase in fuel supply 
the power unit will accelerate very 
quickly to the new speed. When this 
is reached the oil pressure in system 
19 will fall again and reduce the fuel 
delivery to the normal rate correspond- 
ing to the new controller notch. The 
piston of the servo field regulator will 
move and load the generator by in- 
creasing the excitation current, which 
completes the regulation cycle. 

When the controller is “notched 
down” the same cycle occurs with the 
settings in the opposite direction, the 
servo field regulator again assisting the 
power unit in attaining the new output 
value in the shortest possible time. 

On the two last notches of the con- 
troller there is no further power in- 
crease; instead, the traction motor field 
is weakened so as to bring about 
the highest locomotive speeds. 


Safety Devices 


Incorporated in the control system 
are a number of safety devices. Ser- 
vice safety is obtained by a number of 
electrical and mechanical interlocks 
between the controls to prevent faulty 
operation. Pilot lamps or instruments 
on the driver’s desk indicate the 
proper working of all the components, 
whilst warning lamps light up should 
excessive temperatures occur in the gas 
flow. 

If. notwithstanding such warning, 
the driver omits to reduce the load. 
the fuel pump is automatically shut 
down, thus compelling the drive! 
to re-ignite the flame. The fuel pump 
is also automatically shut down if the 








ee 





Muy 5, 1950 
speed of the gas turbine set exceeds 
the n rmal value by more than 10 per 
cent.. or if the flame in the combustion 
cham er should go out without the 
drive noticing it. This latter security 


meas “e is controlled by an electronic 


flame monitoring device and prevents 
fuel -om flowing into the combustion 
cham ver without being burnt. Finally, 
the ©comotive is equipped with the 
auto: atic train control apparatus 
whic’ is standard on the Western 
Regi 1. The shoe portion of the ATC 
appa tus is carried by one of the 
carry ng axles of the locomotive. 

Th. cab equipment comprises the 
drive s desk with the controls and 
instr ments mentioned earlier. The 
drive: 's seat is on the right-hand side. 
In normal train service the driver need 
only operate the main control hand 
whee’ and, when necessary, the brake 
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handle. He checks the generator load 
on the special cross pointer instrument 
developed by Brown’ Boveri for 
thermo-electric locomotives. This in- 
strument indicates simultaneously the 
generator current and voltage and the 
locomotive’s tractive effort, and, fur- 
ther, shows the driver the appropriate 


moment for weakening the traction 
motor fields by field tapping. It 
does away with the _ inaccuracies 
inherent in d.c. wattmeters, par- 


ticularly for wide variations in voltage 
and current as they occur in thermo- 
electric vehicles. The locomotive 
speed is indicated on an_ electric 
tachometer, the gene:ator of which is 
driven from one of the driving axles. 

The cabs are provided with indirect 


lighting and, in addition, the main 
instruments are fitted with individual 
lighting, thus permitting the cab 
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illumination to be switched off during 
night runs. When in the depot a 
supply of lighting current on the loco- 
motive is provided from the depot 
mains supply through two. standard 
plugs, a single-phase transformer, and 
a changeover switch mounted on the 
locomotive. 

Whilst the train heating is by steam 
from the Clarkson boiler, the loco- 
motive cabs are equipped with adjust- 
able electric heat supplied from the 
auxiliary generator. There is also a 
plug for the connection of a hotplate 
or tea kettle. The cab windows have 


electrically heated double panels to 
prevent freezing. 
The electric identification lights at 


the front and rear of the locomotive 
are operated from, and repeated on, 
special panels placed in each of the 
driver’s cabs 


An Expanding Mandrel 


Incompressibility of rubber as the basic principle 


~ 


A*® expanding mandrel, known as 
the Herbert-Bristol, in which the 
expanding medium is commercial 
rubber, has been introduced by the 
Bristol Aeroplane Co. Ltd., who have 
appointed Alfred Herbert Limited, 
Coventry, sole licensees for the manu- 
facture and sale of machine shop tools 
covered by the patents. Designs are 
based on the fact that rubber is in- 
compressible, and research into a prac- 
tical method in applying this principle 


INCREASE IN OFF-SEASON TOURIST TRAFFIC 
10 BritaIn.—The British Travel & Holi- 
days Association announces a big increase 
in off-season tourist traffic, particularly in 
American visitors in the early months of 
this year. During March some 9,000 
Visitors arrived from U.S.A., an increase of 
70 per cent. on March, 1949; more than 
half came by air, and it seems that reduced 
off-season transatlantic air fares are help- 
ng to attract visitors outside peak holi- 
day months. The total of visitors from 
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to machine shop equipment has been 
extended to expanding mandrels, by 
means of which it is possible to ensure 
a degree of accuracy not possible with 
tapered mandrels. 

The thrust exerted on the rubber is 
transmitted to the expanding portion of 
the tool. With such tools, the degree 


Nominal diameter Lin. I} in. 


Range of additional 
sizes held by using 
sleeves ... . Ig in. to 1 in. 


Length capacity £ in. % in. 


all countries in March was 23,395, 24 per 
cent. higher than in March last year. There 
Was a Substantial increase also in arrivals 
from Central and South America and from 
Western Europe. 


ROAD HAULAGE ASSOCIATION REPORT. 

The view of the Road Haulage Association 
that trade and industry are best served by 
road transport operated by private enter- 
prise remains unchanged, according to the 
annual report of the national council. Un- 


' 
I} in. 12 in 


of expansion is always within the 
elastic limit of the material and, there- 
fore, retraction to the original dimen- 
sion when the thrust is relieved is 
assured. Among the advantages 
claimed by the use of equipment based 
on this principle is extended service 
life and reduction in production times, 


since the mandrel allows for the 
slightest variations in the bore of 
work, and no _ wear takes place. 


Sleeves, fitted to the mandrel, accom- 
modate up to x% in. above its nominal 
diameter. 

The mandrel is Operated by the 
screw (d) which actuates wedge (e) and 
transmits pressure to the rubber plugs 
(g), the thrust being taken by the 
screwed plug (c). When the screw (d) 
is released the wedge is returned by the 
spring loaded plunger (k) which is re- 
tained by the screwed plug (/), and the 
mandrel contracts to its original 
diameter. Access to the components is 
obtained by removal of end cap (b). 
The maximum recommended expansion 
is ‘002 in.; over-expansion is prevented 
by screw (d), the head coming in 
contact with a shoulder. The mandrel 
is supplied to the following sizes; 
special sizes, can, however, be supplied 
on demand. 


2 in. 


Ig in. to lin. lgin. to lttin. LZin.to2yin. Zin. to2Py in. Zz in. to 27% in. 
3 44 523i 6} in. 


z in. 5 in. 2 in 


less the Government of the day could be 
persuaded otherwise. then nationalisation 
would continue, and free hauliers would 
have to adapt themselves. There is now a 
membership of 19.000 and the report states 
that 2.000 road haulage firms have been 
nationalised. Something like 40,000 
vehicles will eventually be acquired. The 
B.T.C. had not, states the report, speeded 
up payment of compensation to the same 
extent, and the R.H.A. had made frequent 
representations regarding this. 
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Renewal of Wiske Moor Water Troughs 


British Railways, North Eastern Region, have recently replaced 
the old slow-filling troughs by a_ quick-filling installation 


A! the beginning of the century the 
North Eastern Railway laid down 
620-yd. water troughs on its up and 
down main lines at Wiske Moor, about 
two miles north of Northallerton. Until 
recent months this installation has re- 
mained substantially unaltered, except 
that valves of a new type were fitted in 
1920. On the whole the installation 
functioned satisfactorily, but had cer- 
tain defects which were emphasised in 
the course of time by increasing traffic. 


TROUGH 





WATER LEVEL IN TROUGH 
- - VALVE ~ 
] ’ 


creted in, so that track repairs at those 
points were extremely difficult. Also, 
constant flooding had waterlogged the 
ballast and made it very dirty and in- 
efficient. 

As present-day traffic on this impor- 
tant Anglo-Scottish route entails a mini- 
mum headway between trains of two to 
three min. and, so as to eliminate the 
drawbacks of the old installation, it was 
decided to modernise the equipment. 

To ensure rapid replenishment, feed 
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SUPPLY TO TROUGH 


Water-feed control valve and tank, and ball valve 


The time taken for one trough to fill 
up, after a train had emptied it, was 10 
min., and for the two troughs together 
15S min. The automatic control valves 
were placed above the level of the 
troughs, with the result that, if the tanks 
were allowed to run dry, air locks de- 
veloped. Moreover, the troughs were 
fed with water from the bottom, and, 
unless the valves were throttled down 
the water gushed up like a fountain and 
spilled over. Another source of wate! 
wastage was the design of the troughs, 
which had out-turned side lips, en- 
couraging a heavy loss by splashing 
when engines were taking water. 

Other shortcomings were that the 
feed-points and levelling pipes were con- 
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DOWN MAIN 
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points are now located at four points 
in each trough distributed at 4, 2, =, and 
; of the total trough-length. This 
makes possible a reduction in the rate 
of flow at each feed, though the filling 
time is now only two min. Two valves 
control the supply to each trough, one 
valve controlling two feeds. The feeds 
are arranged at the sides of the troughs 
and are flared so as to admit the water 
horizontally in both directions through 
gratings. The valves are now below the 
level of the troughs to prevent air-locks, 
and special float-control valves are pro- 
vided to allow of the rapid opening and 
closing of the main valves. The con- 
trol valve layout is shown in the accom- 
panying diagram. 


WATER TROUGHS 
* 


— ¥ 
FEED PIPE— +; r 
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In the position shown in the « am 

with the trough full—the at atic 
control valve is kept closed by t! eS. 
sure of the water in the upper of 
the cylinder acting downwards the 
piston, but when water is take om 
the trough by a passing train, th iter 
level falls sympathetically in the trol 
tank and the ball valve opens. re- 
leases the water pressure on the — pper 
side of the piston, which is pusl\ | up- 
wards by the water pressure its 
underside, and the valve is opene sup- 


plying water direct from the tank |» the 


trough. Water then flows bac om 
the trough into the smaller cc rt: 
ment of the control tank until ills 
over the weir into the float c rt 
ment where it raises the float anc SES 


the ball valve. 
With the ball valve closed, the iter 


which leaks through the small by-pass 
builds up the pressure on the upper side 
of the piston and forces it downwards 


to close the valve and shut oi! the 
supply to the trough. All is then ready 
for another cycle of operation. 

The ball-valve is of the norma! type, 
but is designed with a short lever arm 
and a large float to obtain quick opera- 
tion, while the position of the float is 
adjustable vertically to permit easy 
regulation of the water level. 

Cutting Off Supply 

Adjacent to the ball-valve is a plug 
cock which, when closed, not only per- 
mits cleaning and maintenance of that 
valve, but also retains the water pres- 
sure above the piston, and thus provides 
a quick and easy means of cutting off the 
supply to the troughs without the need 
for operating large valves on the main 
pipe lines. 

All feed and control pipes are rigidly 
connected to the troughs; but are inter- 
rupted a short distance away and are 
connected to the buried pipes from the 
tanks by short lengths of heavy rubber- 
ised canvas hose of the same dia. By 
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General arrangement of troughs and feeds, with track gradients 
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this ; cans the various pipe lines are 
insul. ed as far as possible from the 
vibra. on of the track and the risk of 
leaks due to strained pipe joints 1s 
avoi 

Av will be seen from the dia- 
gram and other illustrations, the type 
of tr ugh now installed has turned-in 
lips reduce splash. 


Formation Improvements 


Ti opportunity was also taken to 
» the old bull-head track with new 


repl 
stanc rd 109-Ib. flat-bottom rails and 
faste. ings, and to excavate some 3,500 


cu. \ |. of dirty ballast down to a depth 


of |» in., and replace it with clean bal- 
last. This work was carried out with an 
exca ator and bulldozer. 


Ti new 20-ft. lengths of trough were 


welded into 60-ft. lengths and laid with 
60-f' lengths of prefabricated track by 
cral The 60-ft. trough-lengths were 
then welded up to form a continuous 
channel 620 yd. long. Meanwhile, the 


entire drainage system was realigned 
and regraded and the 65 old sleeper 
manholes were replaced in brick. 

The supply of water comes from the 
River Wiske, about a mile away, and is 
delivered by diesel-driven pumps to two 
storage tanks each with a capacity of 
27,000 gal. and situated 200 yd. apart 
on the up side of the line. The general 
arrangement of the troughs, tanks and 
feeds is the subject of another diagram, 
which also shows the track gradients 
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trough fitted. 


enabling the scoop on a tender to dip 
into the trough. The quantity of water 
that can be taken from one of these 


i FOE fF COPE! vy 2 = . 
Laving a 60-ft. length of pre-fabricated flat-bottom track with new water- 
Note the turned-in lips of the trough 


Os Ya! 
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troughs when a locomotive is passing 
over it ata minimum speed of 20 m.p.h. 
is 3,500 gal. 





Two-way horizontal feed to water-trough. The feed-pipe, a new brick manhole, and dished concrete slab paving 
can also be seen 
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The Rimutaka Deviation 


A five-mile tunnel being constructed to replace rack- 
operated section in North Island, New Zealand 


ENDERS are being called in the 
United Kingdom, Canada, Aus- 
tralia, South Africa, and New Zealand 
for the building of the Rimutaka Tun- 
nel, cutting out the famous incline on 
the Wellington to East Coast line of the 
New Zealand Railways. The tenders 


will be called in New Zealand alone on 
a “labour only” basis. 

The aim is to complete the tunnel as 
soon as possible, to save expenditure on 
equipment now 


used on the section 


The difficulties and delays of operat- 
ing over such a section with increasing 
traffic led to the investigation of alter- 
native routes from time to time from 
1900 onwards. Some relief was given in 
1907 with the incorporation in the Gov- 
ernment system of the coast route from 
Wellington to Longburn constructed 
and until then operated by the Mana- 
watu Railway Company. This enabled 
the diversion of tonnage to Wellington 
from the north away from the Incline. 
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dient on the deviation is | in 70 the 
sharpest curves are 20 ch. radius en- 
tually, completion of duplicatic nd 
electrification of the Wellington t Del 
Hutt section is to be carried on « the 
deviation to Featherston. It is ho .d to 
be ready with electrification imme. tel, 
the tunnel is open. The comple of 
the route will reduce the time rom 
Wellington to Masterton, the ce of 
the Wairarapa, by railcar by 45 ‘nin, 


and by passenger train by 1+ hr. 





Passenger train hauled and banked by Fell locomotives at the beginning of the ascent of the \-in-\5 rack-operated 
Rimutaka Incline, North Island, New Zealand 


which is nearing the end of its useful 
life and would require a considerable 
sum to renew. 

The present route to the Wairarapa 
out of Wellington follows the Hutt Val- 
ley for 20 miles to Upper Hutt, thence 
over the Rimutaka ranges, following 
a circuitous route 24 miles long with 
steep gradients and sharp curvature. The 
section includes the Rimutaka Incline 
with 24 miles at | in 15, operated on the 
Fell system, and much of the remainder 
is graded | in 35 and | in 40. This 
section was completed in 1878 


A situation has now arisen where, apart 
from the necessity for providing for 
reasonably fast and economical com- 
munication with the Wairarapa, the 
provision for direct routing of tonnage 
between Wellington and the East Coast 
districts will be of increasing import- 
ance and value. 

The new project involves the con- 
struction of 14 miles of single-track line, 
including an aggregate length of tunnel- 
ling of about 5} miles. The main tunnel 
is to be 5 miles 30 ch. long, or 4 ch. 
longer than the Otira. The ruling gra- 


Approach roads for the assembly ol 
plant and supplies are formed; and the 
deep cutting to, and the western portal. 
are completed. The Wellington side of 
the tunnel has been completed for a dis- 
tance of 7 ch. A special town to house 
500 persons, including the engineers. 
tunnellers, outside workers and_ their 
families, is being built, and associated 
works are beginning. The heavy plant 
has still to be delivered and assempled 
On the Featherston side, a diversion 
tunnel has been built to carry away the 
Owhango stream 
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RAILWAY NEWS SECTION 


PERSONAL 


. J. B. Mavor has been elected 
Ch rman of the North British Loco- 
mo. ve Co. Ltd., in succession to the late 
Sir 'rederick Stewart. 


W. A. Mather, President of the 
Ca adian Pacific Railway Company, was 
apr inted a Director of the Bank of Mont- 
rea! on April 25. 


» regret to record the death 
on May 1, of Major R. F. 
Morkill, M.C., until recently 
Technical Officer, Railways, 
Inspecting Staff, Ministry of 
Tronsport, and at one time Joint 
Sigiual Engineer, London Trans- 


Sir George Nelson, Chair- 
man & Managing Director of 
English Electric Co. Ltd.. 
has been elected President of 
British Electrical & Allied 
Manufacturers’ Association. He 
has served as a member of the 
Council of the B.E.A.M.A. 
since 1932, was its Chairman in 
1947 and 1948, and was a Vice- 


Mr. J. H. Collier-Wright, 
Assistant Superintendent (Oper- 
ating), East African Railways & 
Harbours, is at present on leave 
in Great Britain, until about the 
middle of this month, when he 
leaves for Canada. He expects 
to come back to England in 
September. and to return to 
Nairobi in October. 


Mr. E. J. Batchelor, who for 
som? years has been Assistant 
Managing Director of Brush 
Coachwork Limited, has now 
been appointed Managing 
Director of that Company. 


Mr. Perry T. Egbert has been 
appointed to the Board of Direc- 
tors of the Montreal Locomotive 
Works Limited, to serve the 
unexpired term of Mr. Robert 
B. McColl, who retired in 
January. 


Mr. F. W. Kendrick, recently 
Acting Sales Manager for tyres in South 
Africa, Dunlop Rubber Co. Ltd., has been 
appointed Dunlop tyre Export Manager in 
London, 


Mr. D. S. Bennett, Managing Director. 
lyer & Co. Ltd., is leaving England on 
May 12 ona visit to Zurich, Egypt, Sudan, 
East Africa, Portuguese East Africa, 
Kenya, Union of South Africa, Rhodesia 
and Nyasaland. He expects to return to 
this country at the end of June. 


A bronze plaque of the head of the late 
Lord Ashfield, who was a Member of the 
British Transport Commission and _pre- 
viously Chairman, London Passenger 
lransport Board, is to be unveiled on the 
east end of the wall of the London Trans- 
port building at 55, Broadway, Westminster, 
on May 16. The plaque, which will be 
unveiled by Mr. Alfred Barnes, Minister 
4 Transport, will be inscribed: ‘ Lord 
Ashfield, P.C., 1874-1948. Creator of 
london Transport.” 


Mr. William Douglas Lorimer, who has 
been elected to succeed Mr. H. Wilmot as 
President of the Locomotive Manufac- 
turers’ Association, is Joint Managing 
Director of the North British Locomotive 
Co. Ltd. Mr. Lorimer, who is 44 years of 
age, was educated at Rossall School, and 
at Queens’ College, Cambridge. He is the 
only son of Mr. William Lorimer, Chair- 
man of the North British Locomotive Co. 
Ltd. from 1935 to 1946, and is a grandson 





Mr. W. Douglas Lorimer 


Elected President of the Locomotive 
Manufacturers’ Association 


of the late Sir William Lorimer, who was 
Chairman of that company from its forma- 
tion in 1903 until his death in 1922. Mr. 
Douglas Lorimer, his father and his grand- 
father form an unbroken link of family 
service with the company since 1864, when 
the constituent firm of Diibs & Company 
was founded. Mr. Lorimer’s election as 
President of the Locomotive Manufac- 
turers Association marks the first time 
that two members of the same family have 
held that position, Sir William Lorimer 
having been President from 1900 to 1922. 


; { 

At the annual general meeting of the 
Locomotive Manufacturers’ Association on 
April 27, Mr. H. Wilmot, C.B.E., retired 
from the Presidency of the Association. 
having held office for three years, the 
maximum period permissible under the 
L.M.A. constitution. At a dinner held at 
the Dorchester Hotel, W.1, after the meet- 
ing, a presentation was made to Mr. 
Wilmot of an antique silver salver in- 
scribed with facsimile signatures of his 


colleagues of the L.M.A, Those present 
at the dinner, in addition to Mr. W. D. 
Lorimer, President. L.M.A., and Mr. H. 
Wilmot (Beyer, Peacock), retiring Presi- 
dent, L.M.A., were Messrs. J. F. Alcock 
(Hunslet Engine), H. Kewney (Andrew 
Barclay). W. T. Peckett (Peckett & Sons). 
J. Hadfield (Beyer, Peacock), Major- 
General G. S. Szlumper (North British 
Locomotive), Messrs. J. . Compton 
(Yorkshire Engine), G. W. C. Birdsell 
(Hudswell, Clarke), Gerald Col 
lingwood (Vulcan Foundry), 
D. W. Hadfield (Robert Stephen- 
son & Hawthorns), R. W. 
Challenor (North British Loco- 
motive), H. Davies (W. G. 
Bagnall), L. T. Dawes (Beyer. 
Peacock), A. C. Fryers (Hunslet 
Engine), H. D. Thoms (North 
British Locomotive), H. Dods- 
worth (Robert Stephenson & 
Hawthorns), K. . Banks 
(Yorkshire Engine), W. A. 
Smyth (W. G. Bagnall). A. C. 
Lermit (Vulcan Foundry), W. 
Cyril Williams (Beyer, Peacock), 


J. W. Vaughan (Director. 
L.M.A.). 

Mr. G. P. Barnett, Recruit- 
ment, Training & Education 
Officer. London Transport 


Executive, has retired. 


Mr. D. H. Minett has been 
appointed a Member of the 
Board of Directors of the Lamp 
Manufacturing & Railway Sup- 
plies Limited. 


Mr. Charles Holt, Deputy 
General Manager of Thos. 
Cook & Son Limited, has again 
been elected Chairman of the 
Creative Tourist Agents’ Con- 
ference. 


Dr. A. G. Quarrell, Research 
Manager to the British Non- 
Ferrous Metals Research Asso- 
ciation, has been appointed 
Head of the Post-Graduate 
School of Physical Metallurgy 
recently established by Sheffield 
University. 


We regret to record the death. 

at the age of 71 years. of Mr. 

A. W. Harty, M.LC.E.. a 

former Chief Mechanical Engineer of the 
Great Southern Railways, Ireland. Mr. 
Harty, in October, 1894, became appren- 
ticed in Cork, but completed his apprentice- 
ship at Inchicore under Mr. H. A. Ivatt, 
then Locomotive Engineer, Great Southern 
& Western Railway. He was appointed 
Locomotive Works Manager at Limerick in 


March, 1904, and was promoted to be 
District Locomotive Superintendent at 
Waterford some four years later. In 


November, 1911, he was transferred to 
Limerick in a similar capacity, and in 
December, 1916, became Chief District 
Superintendent of the Limerick and Water- 
ford Districts. On the amalgamation of 
the Great Southern & Western and the 
Midland Great Western railways in 1925 
Mr. Harty was selected for the position of 
Running Superintendent of the newly 
formed Great Southern Railways, and in 
May, 1932, he was promoted to be Chief 
Mechanical Engineer, which position he 
held until his retirement from the railway 
in March, 1936 
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Vilas 


Mr. A. A 


Appointed Chict of Way & Works Departmen 
General San Martin Railway 


Mr. Armando Angel Vilas. who was 
recently appointed Chief of the Way & 


Works Department of the General San 
Martin (former Buenos Ayres & Pacific) 
Railway was born in Chascomus. 


Province of Buenos Aires. in 1910. After 
finishing his education at the Otto Krause 
Industrial School, he joined the Way & 
Works Department of the Argentine State 
Railways in 1929. He continued = his 
studies, first at the Superior Technical 
Institute of the Otto Krause Schoo], and 
later ut the Faculty ol Physical & 
Mathematical Sciences of La Plata Un 
versity, Where he graduated as a Civil 
Engineer in 1943 In 1944 he became 
Technical Assistant. and. in August of 
the same year. | 


Sectional Engineer at La 
Rioja: and he was transferred to Men- 
doza in 1948 to organise the new section 
corresponding to the Transandine Ral 
way. 


Mr. V. N. Limaye. Special Engineer, 
Central Coach Building Workshops, State 
Transport. Bombay, recently arrived in 
England to study passenger transport, pat 
ticularly coach building. in’ the United 
Kingdom. He is making his headquarters 
with Metal Sections Limited, Oldbury, 
Birmingham. 


Coventry Climax Engines Limited an 
nounces three appointments to the board 
Mr. Percy W. Cooper, Secretary. to be 
Director & Secretary: Mr. Charles A 
Minns, Works Manager. to be Works 
Director. and = Mr John M. Morris 
General Sales Manager. to be Sales Direc 
tol Mr. Minns is succeeded as Works 
Manager by Mr. Frank Cotton 


Mr, Juan Bautista Murguizur, who was 
recently appointed Chief of the Traffic 
Department of the General Roca (forme! 
Buenos Ayres Great Southern) Ratlway. 
was born in 1894, and entered the ser- 
vice of the Buenos Ayres Great Southern 
Railway as learner at the age of 12 
After several years of station work. he 
was made Chief of the Town Office at 
Mar del Plata in 1913, and became Chief 
of Train Control. Sevigne. three vears 
later. He was transferred to the Move- 
ment Office at Plaza Constitucion in 
1920. and became Chief of Train Control 
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Vr. J. B. Murguizur 


Appointed Chicf of Traffic Department 
Gener R i Railw 


& Movement later in the same year. In 
1937 he was appointed Sub-Assistant (Out- 
door) to the Operating Superintendent, 
whose secretary he became in 1944. He 
hus lately served as Secretary to the Traffic 


Manager 


Mr. B. G. Crewe. Assistant Controller 
of the Board of Trade Patent Office. re- 
tired at the end of April after nearly 50 
years’ Continuous service 


Mr. Frank F. Fowler has been appointed 
National Chairman of the Road Haulage 
Association for the ensuing year, and 
Messrs. R. G. Crowther, R. H. Farmer. J 
Strang and B. Winterbottom have been 
appointed Vice-Chairmen. Messrs. F. F. 
Fowler. J. Strang and B. Winterbottom 
held office as Vice-Chairmen during the 
past year 


Dr. P. A. B. Raffle has been appointed 
» Senior Assistant Medical Officer, Lon- 
don Transport Executive. Dr. Raffle. who 
is 31 years of age and holds the qualifica- 


tions M.D.. D.P.H. (London), Diploma in 


Industrial Health, joined London Trans 
port in 1948. Dr. Raffle will. under the 
control of the Chief Medical Officer. 
pecialise on environmental working con- 
ditions. prevention of industrial disease. 


general hygiene matters and other similar 


problems 


Mr. Claudio Juan Trivi. who was 
recently appointed Chief of the Electrical 
Department of the Gene Mitre (forme! 


Central Argentine) Railway, was born in 
1915. and completed his education at the 
University of La Plata, where he obtained 
his diploma as Mechanical and Electrical 
Engineer. In 1940 he joined an engineer- 


ing firm. and two years later accepted a 
position with the Province of Buenos 
Aires Railway as Assistant Material & 
Fraction Engineer in charge of locomotive 
sheds and staff. water technical 
office and workshops He afterwards 
served for a short period with the firm 
of Le Carbone Lorraine as consulting 
engineer, and then joined the Central 
Argentine Railway in 1947 as Technical 
Assistant to the Operating Superintendent, 
for beth electric and diesel services. On 
the reorganisation of the — Electrical 


Service, 
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Mr. C.J... Priv 
Appointed Chief of Electrical Departm 
seneral Mitre Railway 


Department he was attached to the 
of the Chief of the department, and S 
concerned with all power house \- 
station and workshop questions 

Mr. R. N. H. Williams has_ bee: ) 
pointed a Director of the Red & White 
United Transport Co. Ltd. 

Mr. F. J. Clark has been appoint 0 
the Board of the British Oxygen Co { 
as a Managing Director. 


Mr. F, M G. Wheeler, B-Sc.. 
A.M.I.Mech.E., M.I.Loco.E., has been 


appointed Head of British Timken Limited 


Railway Sales Division 


British Railways, Eastern Region 
nounces that Mr. R. R. M. Barr has been 
appointed Assistant Marine Superintend 
Parkeston Quay, in succession to Mr. G. M 
Leach. 


Mr. R. W. Stuart Mitchell, M.Sc. 
A.M.1.C.E.. A.M.I.Mech.E., has been ap- 
pointed Chief Development Engineer in 
The English Electric Co. Ltd.. Diese 
Engine Division. with headquarters at 
Rugby. 


Mr. Gerald Hiam has been appointed 
General Freight Traffic Manager, Canadian 
Pacific Railway. Mr. Hiam joined the 
company in 1904 and since 1948 has been in 
charge of sales and service. 


Mr. J. L. M. Ledesma, Chief of the 
Stores Department of the General Mitre 
(former Central Argentine) Railway, has 
been temporarily attached to the Genet 
Manager's Office. and during his absence 
Mr. E. E. Lindberg has been appointed 
Acting Chief of the department. 


Ata luncheon at the Café Royal, Regent 
Street, London, on Wednesday, March 29, 
held in connection with the Institute of 
Metals Annual General Meeting, Mr. H. S 
Tasker, the President of the Institute, pri 
sented the 1950 Institute of Metals Medal 
n platinum to the French metallurgist 
Professor Albert Portevin, in recognition of 
his eminent services to the science and prac 
tice of non-ferrous metallurgy. The French 
Ambassador was present at this ceremony 
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Brush Electrical Engineering Co. Ltd. 


Continuance of improved results, with good prospects 


The sixty-first annual general meeting 
of The Brush Electrical Engineering Co. 
Ltd. was held in London on May 2, Sir 
Ronald W. Matthews, Chairman of the 
compuny, presiding. 


The following is an extract from his 
statement circulated with the report and 
accounts:— 

The accounts show a continuance of 


the improvement apparent for the past 
two years and. although earnings justify 
an increase in the rate of dividend, your 
directors, in conformity with the policy 
of restraint in the distribution of profits, 
recommend a dividend on the ordinary 
stock of 6 per cent., less tax, making 
10 per cent., less tax. for the year, the 
same rate as for 1948. The group’s activi- 
ties can be conveniently grouped under 
four main headings. Brush. Mirrlees. 
Mcl arens. and Petters. 


Varied Activities 

Fhe Brush Electrical Engineering Co. 
Ltd., Loughborough: From 1946 to 1949 
the rate of receipt of orders at the Lough- 
borough factory has risen sharply. not by 

ison of an exceptional demand for any 
particular product but as a result of pro- 
gressive balanced expansion in generating 
sets, ‘electrical rotating machines, switch- 
gear, transformers, steam turbines, and oil 
engines. To cope with the vastly increased 
output, the factory has been rearranged 
and laid out on the most up-to-date lines. 

In my report to you last year I dealt 
at some length with the Ljungstrom 
turbine, which has been a prominent fac- 
tor in our affairs over the last four years. 
During the year under review turbines at 
Sunderland, York, Lincoln, and Grimsby 
have been fitted with the new design of 
yluding under the reconstruction pro- 


gramme, 
Results so far give your board 
ry reason to believe that the design 


x’ the new blading has overcome the 
troubles and difficulties which were experi- 
enced in the past. The company also 
m: inufacture bus bodies, deliveries of 


hich have shown a threefold increase 
han 1946-49. 
Virrlees Bickerton & Day _ Limited, 


Stockport: During the past year the fac- 
tory has increased its production by nearly 
30 per cent. and some 90 per cent. of the 
total output has been exported. The 1949 
total is ten times the average yearly output 
for 1934-38. Sales for the year constitute 
i record, and steps have been taken to 
increase the output by a further 50 per 
cent. Two new ranges of heavy engines 
have — designed, which it is believed 
will be in advance of anything in the oil- 
e ngine field. 

J. & H. McLaren Limited, Leeds: The 
emarkable rise in production which began 
in 1946 has been fully maintained. and 
ve have a full order-book. The McLaren- 
Brush diesel-electric generating set, de- 
signed as an emergency plant to operate 
during power cuts, has been _ installed 
throughout the country and exported in 
large numbers. 

Petters Limited, Staines: 
tion of the Petter engine is undertaken 
at two factories, the small diesel and 
petrol engines at Staines, and the larger 
SS engines at Loughborough. The fac- 
tory at Staines is producing to the limit 
of its capacity. We are arranging distri- 
bution throughout America at prices com- 
petitive with American-produced engines. 


The produc- 


It is hoped that by the middle of this year 
substantial orders will be forthcoming to 
offset the inevitable decline of orders from 
the sub-continent of India. 

The maintenance of the order-book is 
a matter which is being given careful 
consideration at all times, Steps have 
been taken to strengthen the world-wide 
organisation which the company has set 
up to sell its products and it is believed 
that they will result in our obtaining a 
fair share of the business available. Sales 
companies have been formed recently in 
Canada. America, and Belgium, and 
arrangements for the formation of similar 
companies in South America, India, and 
the Far East are on the verge of comple- 
tion. Your directors, therefore, feel con- 
fident that the several factories in the group 
will be adequately occupied for some years 
to come. 

The report was adopted. 


Beyer Peacock & Co. Ltd. 
Annual general meeting 

The annual general meeting of Beyer 
Peacock & Co. Ltd. was held on May 2 at 
the Dorchester Hotel, Park Lane, London, 
W. Mr. Harold Wilmot, C.B.E., Chairman 
& Managing Director, presided. 

The Secretary, Mr. L. T. Dawes, 
F.C.W.A., read the notice convening the 
meeting and the report of the auditors. The 
Chairman’s review, which had been circu- 
lated with the report and accounts for the 
year ended December 31, 1949, was given 
in full in our April 14 issue. In it Mr. 
Wilmot reported a year’s continued progress 
and gave details of the recently registered 
company, Metropolitan-Vickers-Beyer Pea- 
cock Limited. 

The report and accounts were unani- 
mously adopted and a dividend of 5 per 


cent. and a bonus of | per cent. on the 
ordinary shares were approved. 
The retiring director, Captain Hugh 


Vivian, M.I.Mech.E., was re-elected and the 
remuneration of the auditors, Messrs. Price, 
Waterhouse & Company, having been fixed, 
the proceedings terminated with a vote of 
thanks to the Chairman, Directors, and 
staff. 


S.R. Debating Society Visit 
to York 


On Friday and Saturday, April 14 and 15, 
a party of 56 members of the Southern 
Region Lecture & Debating Society visited 
York to take part in a debate with the 
North Eastern Region Federation of Rail- 
way Lecture & Debating Societies, and to 
view railway installations and other places 
of interest. 

At the Railway Institute, on April 14, 
Federation speakers moved “ That under 
any properly co-ordinated system the rail- 
ways would cease to cater for passenger 
traffic for distances of less than 10 miles” 
and were opposed by the Southern Region 
speakers. Mr. F. L. Hick, Head of the 
Passenger Trains Section at York Head- 
quarters, and Mr. C. A. Haygreen, Assis- 
tant District Commercial Superintendent, 
York, were the principa! speakers for the 
Federation and Mr. D. W. M. Fox, Assis- 
tant Divisional Superintendent, London 
East Division, and Mr. J. R. W. Kirkby, 
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London Central Divisional Superintendent’s 
Office, were the principal speakers against 
the motion. After discussion the motion 
was heavily defeated. 

H. A. Short, Chief Regional Officer, 
North Eastern Region, was in the chair and 
there was an attendance of about 130 mem- 
bers of the two Societies. Mr. L. W. Ibbot- 
son, District Operating Superintendent, 
Darlington, proposed a vote of thanks to 
the speakers and the Chairman, and Mr. 
R. A. Savill, Chairman of the Southern 
Region Society, thanked the North Eastern 
Region for the opportunity to visit York 
and extended an invitation to the Federa- 
tion to pay a return visit to London. 

On April 15 visits were made to York 
Station, where parties saw the new signal- 
box under construction and examined the 
layout of the station; parties also visited 
the Carriage & Wagon Works, Signal 
School, and Railway Museum. 


Staff & Labour Matters 


Trade Unions and the Budget 

Members of the T.U.C. general council 
on April 27 asked their special economic 
committee to consider “wages policy in 
the light of existing circumstances, with 
special reference to considerations arising 
from the Budget.” They also decided to 
seek a meeting with Sir Stafford Cripps 
before the mext meeting of the general 
council. 

Writing in the Railway Review of April 
28, Mr. J. B. Figgins, General Secretary, 
N.U.R., states that “the Budget has given 
no real assistance to the trade union 
movement, and certainly none for the 
lower-paid workers, since the remission of 
income tax gives no benefit to married men 
with two children earning less than £7 
per week. This throws the whole 
responsibility on the trade union move- 
ment to get increases commensurate with 
the increased cost of living.” 


PusLic LIBRARIES TO PROVIDE HOLIDAY 
INFORMATION.—A  scheme_ for ___ public 
libraries to provide information on holiday 
facilities has been launched by the British 
Travel & Holidays Association. More than 
350 libraries in industrial areas are backing 
the scheme which is part of a national cam- 
paign to develop the holiday habit by pro- 
viding workers with on-the-spot informa- 
tion on resorts. All they need do is to 
obtain from their local library the informa- 
tion they require to plan their holidays. 
Each library has been supplied with special 
publicity literature and British Railways 
are supplementing displays with their own 
publicity material. 


ROAD PASSENGER TRANSPORT SERVICES IN 
1949.—Buses and coaches operated by local 
authorities and other operators, excluding 
the London Transport Executive, made a 
total of 9,400 million passenger journeys 
in the year ended March, 1949, compared 
with 8,583 million in 1947-48, and 4,526 
million in 1937-38. Increases are also 
reflected in vehicle mileage, which rose 
from 1,461 million in 1947-48 to 1.591 
million, though the net receipts decreased 
as compared with the previous year. These 
figures, relating to operators owning more 
than five vehicles, are given in the sum- 
mary of the annual reports of the 
Licensing Authorities for Public Service 
Vehicles for the Traffic Areas in Great 
Britain for the period April 1, 1948, to 
March 31, 1949, which is published by 
H.M. Stationery Office, price Is. 
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Railway Freight Charges Increase 


Minister of Transport implements Charges 


Consultative Committee 


Mr. Alfred Barnes (Minister of Trans- 
port), in the House of Commons on April 
27, announced the decision on the applica- 
tion by the British Transport Commissiot! 
for authority to make certain increases in 
charges. He stated that he had referred 
the matter for advice to the Permanent 
Members of the Transport Tribunal acting 
as a consultative committee, and that their 
advice was that he should authorise the 
Commission to make the additional 
charges. He attached the greatest import- 
ance to advice from such an experienced 
body, given after a full public inquiry 
Nevertheless. in view of the importance ot 


the matter, he had considered, with his 
colleagues, not only the committees 
advice. but also. wider aspects which 


could not be covered in a public inquiry 
The increases would come into operation 
on May 15. The amount involved in the 
freight increases was £27 million, which 
was one-half of one per cent. of the out 
put of manufactures. Tentative estimates 
showed that the resulting 
certain basic prices ranged from about | 


mnereases n 


to 2} per cent. The effect* on prices of 
food and clothing would not be signifi- 
cant. After the increase, railway freights 


overall would stand about 80 per cent 
above the 1938 figure, an increase less than 
those in other basic prices. 

The railways’ costs, on the other hand 
were about 125 per cent. above pre-war 
Staff costs were nearly two-thirds of the 
total, and wages had doubled. Coal was 
costing the railways nearly three times 
pre-war, while the increase in supplies and 
services ranged from 80 per cent. for Iron 
and steel to four-and-a-half times pre-war 
for timber, sleepers and crossings. The 
number of staff was 620,000. compared 
with 550,000 in 1938, an increase accounted 
for by the shorter working week, longe: 
holidays, improved conditions, and the 
need to make up arrears of maintenance 
In spite of some rise in costs during the 
last few years, overall expenditure had 
been kept practically steady. 

While receipts from goods traffic had 
been steady, passenger receipts, on a com- 
parable basis, had fallen since 1947 by £26 
million, a substantial part of that being 
due to the falling-off in Government pas- 
senger traffic. The rise in the price of 
transport services was, therefore, much 
below the increase in costs compared with 
before the war. The improved efficiency 
which accounted for that achievement 
could best be seen in the increase in the 
number of ton-miles moved per engine- 
hour, from 461 in 1938 to 542 in 1948 

He was satisfied that there was no means 
of meeting the financial problem now 
facing the railways by any rapid and sub- 
stantial further increases in efficiency. The 
economies to be achieved by integration 
of transport must represent a long-term 
matter. The principle embodied in the 
Transport Act was that the Commission 
should pay its way. The expedient of a 
subsidy could be justified, if at all, only if 
there were reasonable expectation that the 
Commission’s budget might shortly be 
balanced on the basis of existing charges: 
that, he was satisfied, was not the case. 

Mr. Anthony Eden (Warwick & Lea- 
mington—C.) asked the Leader of the 
House whether an early opportunity could 
be given for a debate on the subject. 


ss recommendations 


Mr. Herbert Morrison (Lord President 
of the Council) pointed out that there had 
been a debate on transport recently, and 
he was not sure that a further debate was 
essential This was a decision after a 
hearing by a judicial tribunal, and he was 
not going to attempt to say that, after the 
approval of a recommendation of a judicial 
tribunal by a Minister, Parliamentary de- 
bate must necesarily follow 

Sir David Maxwell Fyfe (Liverpool. 
West Derby C.) said that, in view of the 
statement of the Minister that the amount 


of the increase was to be £27 million in 


a year, and that the progression of loss of 
the Transport Commission had been £5 
million, £20 million and approximately £30 
million, it was obvious that the £27 million 
would not fill the gap for this year and 
would no nothing to the back-log: and 
would he not consider even an informal 
nquiry, such as Sir Robert Burrows had 
held in regard to the National ¢ Board. 
to consider whether his statement that 


there was no- rapid and © substantial 
economy to be made was the last word? 

Mr. Barnes said that his statement did not 
refer to a permanent situation. They were 
dealing with a period in between or until 
the operation of the Commission's irges 
scheme This application was not for the 
purpose of liquidating the whole of the 
losses which might occur between now and 
the end of 1952, but to avoid their 
becoming so substantial that they would 
seriously upset the consideration of any 
proper charges scheme 

Mr. Winston Churchill (Woodford—C.) 
asked the Lord President whether, as on 
May 15 a new tax of £27 million a year 
would be put on the public and on indus- 
try. there was any reason why the House 
should) not have an opportunity in 
Government time of heavy 
an additional charge on the life and 
activity of the nation? 

Mr. Morrison said they wer 
concerns, 

Mr. Churchill 
been. 

Mr. Morrison said that was ridiculously 
partisan. They commercial 
concerns. 






debating so 


e commercial 


replied that they had 


really were 


After further discussion, Mr. Peter 
Roberts (Sheffield, Heeley—C.) asked leave 
to move the adjournment of the House for 
the purpose of discussing a matter of 
urgent public importance. namely “the 


proposed increases of rail charges.’ 

The Speaker said that was not the right 
way to do it. If Mr. Roberts wanted to 
move the adjournment, he must bring the 
motion up to the table, so that he could 
see if it was in order o1 not. 


REASONS FOR THE INCREASE 

he following is a statement made by 
the Minister of Transport of some of the 
facts which have led to his decision and 
which has been circulated in the Official 
Report: 

The increased powers of charge sought 
by the British Transport Commission were. 
in effect: 

Railway Charges.—A general increase of 
165 per cent. in the present charges applic- 
able to freight train traffic and to parcels, 
other merchandise, and livestock by pas- 
senger train or other similar service. 
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Canal Charges.—A general incr of 
16% per cent. in present charges, 

Dock Charges.—4a) Dues on ec Vise 
vessels and cargoes—the present eral 
increase of 25 per cent. over charses jn 
force on August 31, 1939, to be 1 d to 
50 per cent.; (b) all other rates. du ind 
charges—the present general inc: of 
75 per cent, over charges in force that 
date to be raised to 100 per cent 

The Permanent Members of the | rans 
port Tribunal. acting as a Con Ve 
Committee, held a public enquiry ting 
13 days. at which they consider the 
representations made by the Co sion 
and no less than 28 representativ, dies 


covering a wide field of trade and 
and shipping. 

In the reports, the Committee su Sc 
the evidence and arguments, give t! 
clusions on the various issues, and 
mend the making of regulations 5 


ing the increases proposed subjec 
small modification in regard t ck 
charges. This modification is t 
benefit of the lower rate of incr n 
respect of coastwise vessels and 


should apply to traffic with 1¢ 
Republic. 
Over-all railway costs are approx 
125 per cent. over pre-war and a de 
up as follow: 
F 
Staff 
Fuel and power 
Supplies and services 
Depreciation 
Total 
\ large part of the costs is therefore 
staff. Weekly earnings have approximately 
doubled since 1938 as is shown fro € 


following information given in the 
for 1948. This information relates \ 
railways: the increase on British Railways 
has been rather greater than that or 
railways of London Transport 

WEEKLY EARNINGS 


1938 94 

s. d s 
Clerical, supervisory, etc 93 10 155 
Conciliation staff oe iF 135 0 
Shop and artisan staff oo Pe ON 146 6 


The cost to the railways of coal pe 
in 1948 was 175 per cent. above pre-w 
and there have been further 
1949, 

The Commission’s report for 1948 also 
gives the following increases in the price 
of supplies and services: 


fon 


increases in 


Increase ove 


pre-war 

Per cent 
Tyres (per car mile) , ‘ 155 
Timber, general 225 
Timber, sleepers and crossings ... 344 
Paints and colours ‘ 254 
Oil, lubricating > 215 
Metals, non-ferrous Aas ‘ 148 
Iron and steel ; : 80 


In spite of increase in costs over the last 
year or two. and an improvement in pas- 
senger facilities, total expenses have kept 
practically steady The figures are: 


£ millio 
1948 ; F : 311 
1949 (estimate) - be 312 
1950 (estimate) ... ans 314 


Numbers of staff are about 620,000 com 
pared with 550,000 in 1938. In justification 
there are four reasons:—(a) The 44-hour 
week; (b) increased holidays: (c) improved 
conditions; and (d) arrears of maintenance. 
etc., which have to be caught up. 

Changes in total passenger and freight 
receipts are as follow: 


£ million 
1947 (actual, adjusted to reflect present 
level! of charges) as 4 side 349 
1948 (actual) a eis _ ae 336 
1949 (estimate) ... ski és ini 324 
1950 (estimate) ... dis mat ae 319 


Receipts from freight train traffic are 
fairly steady (£183-£182-£178-£180 million) 
and so are receipts from goods carried by 
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passenzer train (£29 million each year). 
Receipts from passengers, however. show a 
sharp fall of £26 million in all (£133-£123- 
£114-£107 million). 

Both fares and freights were increased 
in 1947, when the position was still ob- 
scured by abnormal Government (includ- 
ing Forces) traffic. It has been suggested 
that the fall in receipts since 1947 has been 


due to the increases then made. In fact, 
however, much of it appears to have been 
due i falling off in Government traffic, 
the fizures for which are: 
£ million 

1947 oad estimate re- 

flect.ng present level 

of charges) ¥ . 54 (including passenger 23) 
1948 tual) , ... 40 (including passenger 14) 
1949 (| estimate) ... 34 (including passenger 10) 
1950 (estimate) oa 33 (including passenger 9) 


The keeping of the rise in the price of 


transport services so much below the in- 
crease In costs compared with pre-war 
could not have been achieved except by 
improved efficiency. 

The main statistics are: 

Average Average Empty Ton-mile 
train wagon wagon moved per 
load load miles engine 
( Tons) (Tons) Per cent hour 

1938 125 5°55 33 461 
194 ‘ 159 6°42 27 516 
194 : 156 6:48 27 542 


Ihe principal changes in the economics 
of transport since 1938 are summarised in 
paragraph 118 of the 1948 report of the 
Commission and, as far as they affect rail- 
ways are as follow: 
man are about 
dc e and prices of supplies and services 
ire more than double 

(bh) Hours of work are less. 

ic) There are greatly improved ratios 
between train-mileages and hours on the 
one hand and ton-miles or passenger-miles 
carried on the other. (This is expressed in 
the very important statistics given above 
of the ton-miles moved per engine-hour.) 

(d) These improved ratios are due on 
the freight side to the improvement in 
wagon capacity and loading. to the de- 
crease in empty wagons hauled, to the 
longer hauls, to the bigger trains and de- 
creased shunting, partially offset by a slight 
decrease of the rate of movement. 

e) On the passenger side, the improved 
ratios are due to a reduction in unremune- 
rative services and to a much heavier load- 
ing of trains, offset by a slightly reduced 
rate of movement on certain services. 

rhe process of integration of transport 


) Weekly earnings pet 
sub] 


gives rise to many novel and difficult 
problems. It involves the procedure, laid 
down in the Act. of preparing Charges 


Schemes which must be approved by the 
Tribunal, . It can only be done gradually 
and it must be a long-term process. It is 
not practicable at this stage to estimate the 
order of magnitude of the economies to 
which it will eventually lead. 


TANGANYIKA CONCESSIONS LIMITED: SALE 
OF BRITISH GOVERNMENT HOLDINGS. 
Replying in the House of Commons on 
April 27 to a question by Mr. G. R. Chet- 
wynd, M.P. for Stockton-on-Tees, Sir 
Stafford Cripps said that the Treasury had 
i.uthorised the Bank of England to sell to an 
Anglo-Belgian group 1,500,000 10s. ordinary 
shares in Tanganyika Concessions Limited 
held by the Bank on behalf of the Govern- 
ment. A condition of sale was that the 
purchasers would vote against any pro- 
posal to sell the interests of Tanganyika 
Concessions Limited in the Union Miniére 
du Haut Katanga or in the Benguela Rail- 
way (except a sale of the latter to the Por- 
tuguese Government). 
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Questions in Parliament 
Transport Commission Redemption Fund 
Sir John Mellor (Sutton Coldfield—C.) 
on February 22 asked the Minister of 
Transport why he had amended S.R. & 


O., 1947, No. 2686, by S.1.. 1949, No. 
183; and whether there was any urgent 


need for this amendment. 


Mr. Alfred Barnes stated in a written 
answer: The amendment enables the 
British Transport Commission in future 


to open one redemption fund account fo 
all stock issued in any one calendar year 
to satisfy rights to compensation under 
the Transport Act, 1947, in lieu of sepa- 
rate redemption fund accounts for every 
such issue made during the year. It was 
desirable to make the amendment before 
the next issue of stock. 


Expenditure on Railways 

Mr. F. J. Erroll (Altrincham & Sale— 
C.) on April 20 asked the Chancellor of 
the Exchequer why, in the Economic Sur- 
vey for 1950, the total capital expenditure 
on railways had been placed on a dif- 
ferent basis from that used in the Econo- 
mic Survey for 1949, and now excluded the 
cost of permanent way repairs and main- 
tenance; and why similar steps had not 
been taken to exclude from the capital 
expenditure on roads the cost of their 
maintenance as against improvement. 

Mr. H. T. N. Gaitskell (Minister of State 
for Economic Affairs): The only expendi- 
ture excluded related to the examination 
and day-to-day repairs of the permanent 
way and rolling stock. Expenditure on 
work similar to the maintenance of roads 
is still treated as investment. The figures 
for capital outlay on roads were adjusted 
to this basis in the Economic Survey for 
1949. when comparable day-to-day repair 
costs were omitted. 

Mr. Erroll: Then why was the position 
not made clearer in the Survey itself? 

Mr. Gaitskell: I think it is made 
fectly clear in the footnote. 


per- 


Transport and Festival of Britain 

Mr. B. Janner (Leicester. North West 
Lab.) on April 24 asked the Minister of 
Transport if he had yet decided on the 
transport arrangements for the Festival of 
Britain; whether there was to be a shuttle 
bus service between the south bank of the 
Thames, the amusement section in Batter- 
sea Park and the science section at South 
Kensington; and what part was to be 
played by the Thames bus service. 

Mr. Alfred Barnes: The detailed arrange- 
ments for rail and bus services for the 
Festivai of Britain are being worked out by 
representatives of the Festival of Britain 
Office and the transport undertakings; the 
particular transport needs which Mr. 
Janner has mentioned will be borne in 
mind. An improved and co-ordinated ser- 
vice of “water-buses” will be provided 
from all piers between Greenwich and 
Hammersmith, as well as a shuttle service 
between the landing stages at the South 
Bank exhibition site and the festival 
gardens in Battersea Park. 


Railway Expenditure 
Mr. F. J. Erroll (Altrincham & Sale 

C.) on April 27 asked the Chancellor of 
the Exchequer what was the amount of 
expenditure on day-to-day repairs to the 
permanent way and rolling stock of the 
railways which had been excluded from 
the Economic Survey for 1950 so far as 
capital expenditure was concerned; and 
what was the amount so included in capital 
——— in the Economic Survey for 
1949. 
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Sir Stafford Cripps (Chancellor of the 
Exchequer), in a written answer. stated: 
The value of day-to-day repair and main- 
tenance of the permanent way which has 
been excluded from the figures of capital 
investment in the railways in the Economic 


Survey for 1950 is about £20 million a 
year. The cost of running repairs to roll- 


ing stock and other plant and machinery 
which has also been excluded is about £75 
million a year. Both these items were in- 
cluded in the main table showing invest- 
ment in the railways on page 51 of the 
Economic Survey for 1949, In the esti- 
mate of total gross fixed investment in 
Tabie 7 of the 1949 Survey, however, the 
expenditure on running repairs to rolling 
stock and other plant and machinery was 
excluded. 


Travel Concessions 

Mr. Michael Astor (East Surrey—C.) on 
April 4 asked the Secretary of State for 
War whether he would consider making 
travel concessions to wives and dependents 
of men attending the annual camp of the 
Territorial services during the period of 
their yearly holiday. 

Mr. John Strachey 
for War): This suggestion — is 
examined. 


(Secretary of State 
being 


Questions on Socialised Industries 

Mr. Henderson Stewart (Fife, East—Lib. 
Nat.) on April 5 asked the Lord President 
of the Council if he was aware that the 
present Government policy, whereby 
Ministers refused to answer Parliamentary 
questions dealing with the day-to-day ad- 
ministration of nationalised industries, fre- 
quently deprived Members of the oppor- 
tunity of challenging Ministers on matters 
of public importance; and if he would 


consider referring the matter to an all- 
party committee for examination and 
report. 

Mr. A. Bossom (Maidstone—C.) asked 


the Lord President of the Council. as there 
was so much of the taxpayers’ money in- 
volved in the activities of the various 
nationalised industries. if he would take 
steps to change the policy whereby 
Ministers refused to answer questions deal- 
ing with matters of importance connected 
with such activities. 

Mr. Herbert Morrison (Lord President 
of the Council): The Government is 
anxious that there shall be all reasonable 
opportunities for Parliamentary  discus- 
sion of the socialised industries, but the 
admission of questions on day-to-day ad- 
ministration would be inconsistent with 
the principle that the boards shall be free 
from detailed Ministerial or Parliamentary 
supervision of their commercial operations. 
The Speaker. however, on June 7, 1948, 
said that he would be prepared to exercise 
his discretion to direct the acceptance of 
questions asking for a statement to be 
made on matters about which information 
had been previously refused. provided that, 
in his opinion. the matters were of suffi- 
cient public importance to justify this con- 
cession. Members may also have under- 
estimated the opportunities for putting 
questions down under the existing rules. 

The matters on which Ministers are 
answerable to Parlament, and hence ques- 
tions can be put down in the normal 
course, vary with the different socialised 
industries and the different socialisation 
statutes. But in each case they cover a 
wide range, and. in addition to matters of 
general policy, broadly they include the 
responsibilities of Ministers in connection 
with—among other matters—the appoint- 
ments. salaries and conditjons of service of 
board members; programmes of research 
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and development; programmes of educa- 
tion and: training; borrowing by _ the 
boards: forms of accounts and audits; 
annual reports; pensions schemes and com- 
pensation for displacements; the appoint- 
ment of Consumers’ Councils; and othe 
matters connected with their organisation 
and operation. Under the Speaker’s ruling, 
questions may also be put down about 
matters of “public importance” for 
answer at the Minister’s discretion, even 
though they deal with points for which he 
has no specific responsibility. 

No useful purpose would, in my opinion, 
be served by referring the subject to a 
committee. I do not follow the statement 
of Mr. Bossom about much of the 
taxpayers’ money being involved in the 
activities of the various nationalised in- 
dustries. 

Mr. Stewart: Is the Lord President aware 
that, for example, passenger services on 
considerable stretches of railway in rural 
parts of Scotland are being cut; that. when 
I sought to put questions to the Minister 
on those matters of public importance to 
thousands of people, the questions were 
turned down: that that type of problem is 
not unusual? 

Mr. Morrison: As regards transport, | 
think Mr. Stewart is on a weak point. As 
far as the Transport Commission is con- 
cerned, it has dealt by correspondence from 
Members of Parliament with no _ fewer 
than 3,300 questions and representations 
which have been put forward. The great 
majority would, alternatively, have been 
subject to Parliamentary questions. on 
which, I am_ perfectly sure, Members 
would not have got as much satisfaction. 
Moreover, as far as transport is concerned. 
the House has had an opportunity of no 
fewer than three debates in the last fou 
months. and a number of shorter debates 
on the adjournment. 


so 


Losses of W.D. Stores on Railways 
Brigadier Terence Clarke (Portsmouth 
West—C.) on April 4 asked the Secretary 
of State for War (1) how adjustment was 
carried out between his department and 
the railways for stores lost in transit: and 
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(2) what exact sum had been credited to his 
department for stores and supplies lost in 


transit on the railways in 1948. 
Mr. John Strachey (Secretary of State 
for War): Since 1945, losses of War De- 


partment stores on the railways have been 
paid for by means of a percentage rebate 


on the War Department’s railway ac- 
counts. In the calendar year 1948 the 
rebate amounted to £11.895. 


Brigadier Clarke: Does the Minister not 
realise that that is quite different from 
the answer he gave me the other day, in 
which he said that both before and since 
nationalisation stores lost were charged to 
the railways? In point of fact, this is a 
concession, and there is no charge at all. 

Mr. Strachey: If I may say so, it is a 
different answer because it is a different 
question. However, it makes substantially 
the same point: that the cost of these lost 
stores falls on the railways and not on the 
War Department. 


Level Crossing Accidents 

Mr. David Renton (Huntingdon—-Lib. 
Nat.) on April 6 asked the Minister of 
Transport how many persons had been, 
respectively. killed and injured in acci- 
dents at or on occupational level crossings 
in 1949, 

Mr. Alfred Barnes stated in a written 
answer: The provisional figures for casual- 
at occupation level crossings in 1949 

13 killed and 22 injured; 24 were 
occupants of road vehicles, and 11 were 
pedestrians. 


ties 


Were 


Argentine Railways 

Mr. T. G. D. Galbraith (Glasgow, Hill- 
head—C.) on April 5 asked the Secretary 
af State for Foreign Affairs why British 
nationals employed on the Argentine rail- 
ways were not allowed to send remittances 
to their dependents in this country. con- 
trary to the agreement reached with Argen- 
tina when the railways were handed over; 
and what had been the average annual 
value of such remittances before their pro- 
hibition by the Argentine Government. 

Mr. Kenneth Younger (Minister of 
State): The agreement of sale concluded 
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on February 13, 1947, between Sir Mon- 
tague Eddy, representing the British 


ned 
railways, and the Argentine Government 
did not guarantee the right to remit w- 
ances overseas to dependents of British 
railway employees. These and lar 
remittances are governed by Argentine ex- 
change laws and regulations. This was 
the case even when the railways w in 
British ownershiv. As regards the nd 
part of the question, the figures required 
are not separately classified, a1 the 
average annual value of these allo Ces 
cannot be established from the ces 
of information at my disposal. 
Mr. Galbraith: Does that answe1 san 


that the Minister is satisfied with the pre- 
sent state of affairs? Is it not a fact that 


Italian and Spanish nationals are ng 
more favourably treated than 

nationals in this matter? In view e 
hardship which is being caused to depen 
dents of British nationals employed by 
Argentine railways, will he not do e- 
thing to try to deal with this matt n 
isolation from other currency pri ns 


affecting the two countries? 
Mr. Younger: It certainly does not 
that we are satisfied with the present posi 


tion, but it is. unfortunately. the case that 
we have reason to believe that the: iS 
been some discrimination in favour of 
other nationals. We have made compla:nts 
about it, and we are trying to deal with the 
position. In reply to the second part of 


Mr. Galbraith’s question, as to whether we 


can deal with it in isolation. it is rather 


difficult. There are a good many matters 
under discussion at the moment. but we 
shall not lose sight of this one. I doubt 
whether it can be dealt with in com; 
isolation, 
East African Expenditure 

Mr. A. R. Hurd (Newbury—C.) on 
April 3 asked the Minister of Food how 


much of the £33.450,000 advanced to the 
Overseas Food Corporation had been used 
for the groundnut scheme in Tanganyika: 
and how much for the sorghum and pig 
project in Queensland. 

Mr. Stanley Evans (Parliamentary Secre- 





Southern Region “ Merchant Navy” class locomotive, No. 35027 was named “‘ Port’Line” at Southampton Docks on April 24, 
by Mr. W. Donald, Chairman, Port Line Limited (see page 491 of our last week’s issue) 


Left: 
Southern Region, and Mr. Donald. 
Relations & Publicity Officer ; 


Mr. S. B. Warder, Mechanical &JElectrical En 


Power ; Mr. Warder; and Mr. Biddle 


‘ g gineer, Southern Region, with Mr. R. P. Biddle, Docks & Marine Manager, Southampton, 
Right; Group of Southern Region Officers at the ceremony with Mr. Donald : Mr. C. Grasemann, Public 
Mr. Earle Edwards, Southern Divisional Superintendent; Mr. A 


E. Hoare, Assistant Superintendent of Motive 
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tary. Ministry of Food): The sum of 
£32. 458.680 has been allocated for expen- 


diture in East Africa, and the balance to 
projects undertaken by the Queensland- 
British Food Corporation. Of the first 


sum referred to, £1,745,328 is recoverable 
from the East African Railways & Har- 
bo Administration. 


inter-Allied Railway Club 
of Paris 


ie “ Nuit de la Locomotive” Ball, 
nised by the Foyer Interallié des 
Fer (Inter-Allied Railway 


‘ 
( nins de 
Club), and held on Friday. April 21, at 
the building of the Union Internationale 
des Chemins de Fer, 10, Rue de Prony, 
Paris, was most successful About 300 
members of the Club and their guests were 
present and the evening was honoured by 
the visit of Monsieur Bidault, the Prime 
Minister. and Madame Bidault, the former 
replying to a short speech of welcome by 
Monsieur Durand, the President of the 
Club. Dancing took place until the early 
hours of the morning, and entertainment 
provided by well-known’ French 
artistes. An excellent supper was served 
by the staff of the Club under the super- 
vision of its steward, Monsieur Charles. 
Among those present at the Ball were 
the chief officers, with their ladies, of the 
French National Railways. including 
Messieurs Porchez, Assistant General Man- 
ager; Gouisat, Directeur de la Region 
Nord: Poncet, Directeur de la Region Sud- 
Est: Scherer, Chef du Service du Controle 
des Recettes: and Aurenge, Chef du Con- 


Was 


tentieux. Also present were Monsieur 
Lemaire. President of the International 
Union of Railways, with Messieurs 
Tuja and Roumeau, Secretary-General 
and Assistant Secretary of the Union. 
Monsieur Ricroch, President of the 
Paris Metropolitan, American Trans- 
portation Officers, and representatives of 
the Italian. Netherlands, Portuguese. 
Spanish and Swiss railways attended. The 


[Transportation Club, London, was repre- 
sented by Mr. R. H. Hacker, a Member of 





Left to right: 


Secretary to General Manager, S.N.C.F.), 


tary, International Union of Railways), 
(Chairman, International Union of Railways) 
Durand (President, Inter-Allied Railway Club) 


MM. Darnis-Gravelle (Principal 
Porchez 
(Assistant General Manager, S.N.C.F.), Tuja (Secre- 


THE RAILWAY GAZETTE 


the Council, and Colonel K. R. N. Speir. 
the Secretary of the Club. Mr. P. C. 
Durrant. Representative of the British Rail- 
ways in Paris, and now Vice-President of 
the Foyer Interallié des Chemins de fer, 
spared no effort in the organisation of the 
function, and with the other officers of the 
Club was largely responsible for the suc- 
cess of the evening. Mr. Durrant is 
anxious to enrol more British railway 
officers as members of the Club and will 
send full details on application to him. 


Notes and News 


Institution of Civil Engineers—The annual 
general meeting of the Institution of Civil 
Engineers will be held at the Institution, 
Great George Street. Westminster. London, 
S.W.1, at 5.30 p.m. on May 23. 


Boiler Inspector Required.—A boiler in- 
spector. not over 35 years of age, is re- 
quired by an oil company in South 
America, for refinery and oilfield boilers. 
See Official Notices on page 527. 


Northern Ireland Freight Rates to be 
Increased.—Rates for all merchandise, live 


stock, and parcel traffic by road and rail 
in Northern Ireland will be increased by 
20 per cent. as from June |. Passenger 
fares will not be changed. 


L.M.R. Diesel Resumes Eust0n-Glasgow 
Run.—The London Midland’ Region 
main-line twin-unit diesel-electric locomo- 
tive Nos. 10000 and 10001 resumed duty on 
the Euston-Glasgow run on May 2. The 
service is the 9.5 p.m. from Euston and 
the 10 a.m. from Glasgow. 


British Railways, London Midland Region 
(London) Dramatic Society—On April 27, 
28 and 29, the British Railways, London 
Midland Region (London) Dramatic 
Society presented “ This Happy Breed.” by 
Noel Coward, at the Rudolf Steiner 
Theatre, Park Road, London, N.W.1. The 
production. which was under the direction 
of Mr. Jack Pegg, who made such a suc- 
cess of the part of Frank Gibbons. was 
skilfully handled. All the players gave ex- 


Left to right : 
(seated) 


Lemaire 


and Durand ; 


cellent performances, but we feel special 
mention should be made of those given by 
Winifred Gibson as Mrs. Flint, Frank’s 
mother-in-law; Ethel, his wife, played by 
Beckie Pass; Sylvia. his sister, by Nora 
Chadwick; and Bob Mitchell played by 
Fred Bishop. 


Chloride Batteries Limited. Exhibits 
covering almost the entire field of battery 
manufacture will be shown on the stand of 
Chloride Batteries Limited at the Castle 
Bromwich Section of the B.I.F.  Exide- 
Ironclad batteries as used for all forms of 
electric traction will be shown as well as 
batteries for starting and lighting on all 
types of diesel vehicles. 


Permanent Way Equipment.—Exhibits on 
the stand arranged by the Exors. of James 
Mills Limited at the B.LF. will include 
Macbeth spike anchors and Mills heat- 
treated steel permanent way fastenings. 
Mills joins will be shown on a 120-ft. 
length of steel sleeper track on the outdoor 
stand of George Cohen, Sons & Co. Ltd.. 
and Macbeth spike anchors on a 46-ft. 
length of wood sleeper track on the out- 
door stand of B.S.A. Cycles Limited. 


Institute of Metals—The 1950 Annual 
May Lecture to the Institute of Metals will 
be delivered at the Royal Institution, Albe- 
marle Street, London. W.1, on Wednesday, 
May 10, at 6 p.m.:; admission will be free, 
without ticket, and visitors will be ad- 
mitted. This year’s lecturer is Dr. H 
Roxbee Cox, Chief Scientist, Ministry of 
Fuel & Power. whose subject will be 
‘** Industrial Gas Turbines.” 


Meeting of G.N.RAI.) Shareholders.— 
Having considered a statement issued by 
the Great Northern Railway (Ireland) a 
committee of the Shareholders Protection 
Association in Dublin recently expressed 
satisfaction that at last something was 
being done to deal with the G.N.RAL.). A 
resolution expressed the view that the 
delay in dealing with the matter was result- 
ing in economic and industrial uncertainty, 
and urged both Governments to reach a 
speedy conclusion to avoid financial chaos. 
Another resolution stated that any physical 





Mme. Bidault and M. Bidault (Prime Minister), 
Mme. Levy-Lambert, Mme. Ricroch and M. Ricroch 
(Chairman, Paris Metropolitan Railway), Mlle. Blanchette Brunoy 
(Unter-Allied Railway Club Hostess) ; (standing) MM. Porchez, 


Lemaire, and Mr. P. C. Durrant, Paris Representative, 
British Railways, and Vice-President (Inter-Allied Railway Club) 
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truncation of the system would be calcu- 
lated to destroy the objective of efficient 
co-ordination of the transport system of 
the entire country in its rail and road ser- 
vices. Another resolution expressed appre 
ciation of the policy of the directors in 
their negotiations. The position of the 
G.N.R.A(1.) is referred to in an editorial 
note this week. 


Permanent Way Institution, Irish Section. 

On May 12 the Irish Section of the Per- 
manent Way Institution will visit the 
G.N.R.(1.) sleeper depot at Dundalk (Bar 
rack Street). Members will inspect the 
boring, creosoting, and chairing of sleepers. 
and after lunch a paper will be read by 
Ganger T. McGailey, dealing with the 
maintenance problems of a length ganger. 


New Iron and Steel Order.—The Minister 
of Supply has made the Control of Iron & 
Steel (No. 78) Order. 1950, which came 
into operation on May 1, 1950. This 
amends maximum prices. the principal 
alterations being an increase in the price of 
basic pig-iron, which is an adjustment 
within the steel industry and no increase in 
price of pig-iron or steel to outside con- 
sumers follows from it: and the withdrawal 
from price control of railway coil springs 
and laminated railway springs. Copies may 
be obtained from H.M. Stationery Office 
or through any bookseller. 


Fuel Allowance for Excursions and Tours 
and Private Party Work.—Following the 
announcement by the Chancellor of the 
Exchequer that the standard ration for 
private motorists will be doubled for the 
year from June | next it has been decided 
that the cut of 12} per cent. made in 1948 
in the fuel ration for buses and coaches 
used on excursions and tours and for 
private parties is to be restored in full 
from the same date. In 1949 half of the 
124 per cent. cut was restored temporarily 
and in March this year it was announced 
that a similar restoration was being made 
for 1950. 


L.M.R. Women’s Ambulance Competition. 

Despite three of their members being 
newcomers to the team, the Horwich 
Works ambulance women won the L.M.R. 
Women’s Ambulance Challenge Cup in the 
British Railways, London Midland Region. 
finals held recently in London, and they 
scored 329 points out of 440. Manchester 
(L.M.R.) Station team, who were the win- 
ners of the cup last year, came second with 
321 points. There were 15 teams from all 
parts of the Region competing in the final 


THE RAILWAY GAZETTE 
this year. The photograph reproduced 


below shows Mr. John Elliot, Chief Re- 
gional Officer, L.M.R., presenting the 
trophies to the winning teams. 


Gloucester Railway Carriage & Wagon 
Co, Ltd.—At a meeting of the Gloucester 
Railway Carriage & Wagon Co. Ltd.. held 
on April 26, the following dividend was 
declared: Interim on ordinary stock of 
74 per cent. actual, Is. 6d. per £1 unit, less 
ncome tax at 9s. in the £1, on account of 
the year ending May 31. 1950 


Aluminium Development Association.—At 
the recent annual general meeting of the 
Aluminium Development Association an 
encouraging report of activities in 1949 
was given by the retiring President, Mr. 
Kenneth Hall. The new President is Mr. 
Edward Player, Managing Director of 
Birmid Industries Limited. Mr. E. Austyn 
Reynolds, who was elected Vice-President. 
represents T.1. Aluminium Limited on the 
Council; and Mr. F. G. Woollard was 
re-elected as Chairman of the Executive 
Committee. 


Disruption of Communications in Southern 
England.—Heavy snowfalls in the South 
of England, principally on the night of 
April 25-26, disrupted railway and_ tele- 
phone communications over a wide area. 
Throughout British Railways. Southern 
Region, some 250 telephone poles were 
broken, and miles of telephone wires were 
down: fallen poles and trees blocked 
several lines and time interval services 
were operated over some sections. The 
dislocation to services in London and the 
Home Counties continued for several days. 
but by May I all Divisions of the Region 
reported that trains running was almost 
normal. 


Metropolitan Assented Stock. — The 
trustees, Glyn. Mills & Co., now hold 
£2.966,207 nominal of British Transport 
3 per cent. guaranteed stock 1978-88 as the 
underlying security for the outstanding 
£6,540.474 nominal of Metropolitan 
Assented stock on the following terms: 

(1) The trustees will be entitled to call on 
the B.T.C. to make up the full guaranteed 
rate of interest of 3 per cent. per annum 
on the assented stock in respect of each 
year up to and including the year ending 
December 31, 1958, and the Commission 
will be liable to make up the deficiency. 
(2) After December 31, 1958, when the 
guarantee of interest by the B.T.C. ceases, 
the transport stock will be distributed 
among the holders of assented stock at the 





Mr. John Elliot, Chief Regional Officer, London Midland Region, presenting 
trophies to the winning teams in the L.M.R. Women’s Ambulance Competition 
(see paragraph above) 
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rate of approximately £45 7s. nominal of 
transport stock for every £100 nomina! of 
assented stock; this will extinguish 


assented stock. Interest will, therefore. 
tinue to be received by stockholde: 

3 per cent., and will be paid towards the 
end of January in every year, in respec: of 
the previous calendar year. The last _ 
ment of interest will be made after the ond 
of 1958, when stockholders will also reccive 


the appropriate amount of Transport 


Diesel Engine Users Annual Luneheon. 
Major-General A. E. Davidson. © B 
D.S.O., President. was in the cha t 
the annual luncheon of the Diese} 
gine Users Association in London 
April 20, when the principal guest 5 
Dr. Harold Roxbee Cox, Ph.D... ( f 
Scientist of the Ministry of Fuel & 
Power. Mr. J. E. Edgecombe st 
President of the D.E.U.A., said that 
award of the Percy Still Medal had 
discontinued during the war, but it { 
been decided to resume this practice 
and he had much pleasure in presen 
medals on this occasion to Mr. A. Kk 
Bruce, Mr. T. Hornbuckle, Mr. R. } 
Welsh, and Mr. W. A, Green. 


Bridge RecOnstruction near Pollokshicids 
(West).—The Nithsdale Road section 
the bridge carrying the busy Nithsdale 
Road-Darnley Road-Strathbungs — Station 
artery in Glasgow over the Cathcart Circle 
line near Pollokshields (West) Station. was 
reopened on April 15 for tram and vehi 
lar traffic. Work on the reconstruct 
of the bridge began on February 7, 1949 
and although during the operations there 
has been considerable disruption of road 
traffic, including the closing of streets and 
interference with the Mount Florid 
Paisley Road tramway service. the work 
has proceeded without dislocation of, 
alteration to, the local train services. It 
will be some time before work on_ the 
remaining sections of the bridge is com 
pleted. 


Institute of Transport, Tees-Side Section, 
Annual Dinner.—The annual dinner of the 
Institute of Transport, Tees-side Section, 
took place at the Zetland Hotel, Saltburn, 
on March 24.  Brigadier-General Sir H 
Osborne Mance, President, responded to 
the toast of * The Institute,” proposed by 
Mr. J. Swales; the toast “ The Guests ” 
was proposed by Mr. A. C. W. Impey, and 
Mr. A. T. S. Zeally, President of the Tees 
side & District Development Board, re- 
sponded. Mr. B. Harrison, Chairman of 
the Section. presided. The President pre- 
sented to Mr. A. Bailes the certificate of 
the Dock & Harbour Authorities Associa 
tion Award made to him last session, for 
his paper on “The payment of dock 
workers under .the National Dock Labour 
Board.” 


British Institute of Management.—1 he 
Spring Management Conference of the 
British Institute of Management will be 
held at Cliftonville, near Margate, from 
May 18 to 21. The following papers will 
be read at the Conference: “ Managers 

Are They Human?” by Mr. Nigel Balchin 
on May 18, at 9 p.m.; “ The Challenge to 
British Management.” by Mr. W. J. 
Kenney, Minister in Charge, Economic 
Co-Operation Administration, U.K., on 
May 20 at 9 p.m.; “ Management and De- 
mocracy.” by Professor G. D. H. Cole. 
Chichele Professor of Social & Politica! 
Theory, Oxford University, on May 21 at 
10 a.m. In addition there are 15 sectional 
meeiings on practical problems relevant to 
industrial management practice, as well as 
two panel discussions on the attitude of 
management towards trades unions in the 
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[* ERNATIONAL RAILWAY ASSOCIATIONS 
Notes on the work of the various associations 
rned with International traffic, principally on 
uropean Continent 2s By post 2s. 2d. The 

R ay Gazette, 33, Tothill Street, London, S.W.1 


. ANSPORT ADMINISTRATION IN TROPI- 
AL DEPENDENCIES By George V. O 
B vy, C.B.I M.1.Mech.F With chapters on 
I e, Accounting and Statistical Method In 
oration with Ernest J. Smith, F.C.1LS for- 
Chief Accountant, Nigerian Government Rail- 
190 pages Medium svo Full cloth Price 
By post 20s. 6d The Railway Gazette, 33 

I Street, London, S.W.1 
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OFFICIAL NOTICES 


R EQUIRED by Major Oil Company in South 

America, Boiler Inspector for refinery and oil- 
ficld boilers Candidates must have thorough know- 
ledge of boilers in general and also some knowledge 
of modern type oilfield boilers, be prepared to train 
and supervise boiler repair crews and make internal 
Inspections Age limit approximately 35 years 
Initial contract 3 years: prospects permanent career 
Free passage out and return on completion contract 
with paid home Jeave United Kingdom £75 outfit 


allowance Pension scheme Salary dependent axe 





qualificauions and experience I 
view Travelling expenses t l 
full detatis Box Z2.Q.154. Dracon 
Leadenhall Street, London, E.¢ 


il acetals at 
ondon paid 
S ADVERTISING, 3¢ 





SECTIONED PERSPECTIVE VIEW OF LOCO- 
MOTIVE FRONT END. A notable drawing of 
L.M.S.R. class ** 7P *’ 4-6-2 locomotive of the latest 


type Reprinted from The Railway Gazette, June 
1S, 1945 Price 2s. 6d Post free 2s. 8d. The 
Railway Gazette, 33, Tothill Street, London, S.W.1 


OFFICIAL ADVERTISEMENTS intended fer 

insertion on this page should be sent in as 
carly in the week as possible The latest time for 
receiving official advertisements for this page for the 
current week’s issue is 9.30 a.m. on the preceding 
Monday All advertisements should be addressed 
to The Railway Gazette 33 Fothill Street, 
London V1 








of the latter's changing réle, and 
whether the scope for effective use of 

unting information by management is 
exaggerated. There will also be some 64 
subjects for informal discussion. 


British Steam Horses.”—We regret that 
sur review of “ British Steam Horses.” 
4 book on the locomotive by Mr. George 
Dow. Public Relations & Publicity Officer. 
London Midland Region, which appeared 
our April 28 issue, a quotation from the 
History of Bradshaw” was_ incorrectly 
ributed to Mr. G. Royde Smith. In fact 

statement should have been attributed 
a friend of Bradshaw, and was reported 
,such in Mr. Royde Smith’s book. 


Cricket Information at London Transport 
Stations—Arrangements will again be 
ide during the coming cricket season 
whereby current information concerning 
conditions at Lords will be displayed at im- 
portant London Transport stations. The 
yject is to save passengers making wasted 
journeys. Such information as “ Ground 
Full and Closed,” “ Rain Stopped Play,” 
and “Play Resumed” will appear on 
slackbeards in the ticket halls, 


Special Trains for the B.I.F.—Two speciai 
trains with restaurant cars will leave 
Fuston at 8.20 a.m. (third class) and 8.45 
im. (first class) daily except Saturdays 
from May 8-19 for the convenience of 
visitors to the B.I.F. at Castle Bromwich. 
The London Midland Region has also ar- 
ranged for 20 main-line trains to stop 
specially at Castle Bromwich and a fre- 
quent service of local trains between Bir- 
mingham and Castle Bromwich will be 
maintained. 


Standard Compartment for Guards.— 
sritish Railways standard passenger rolling- 
stock of the future will incorporate a 
standard guard’s compartment, which has 
been designed by railway engineers in con- 
sultation with the Trade Unions. The 
compartment will have a revolving tub 
seat, periscope look-out, and electric food 
warmer, and it will be steam-heated. To 
make for easy boarding of the train. the 
outside door of the compartment will open 
inwards, and a sliding door will lead from 
the compartment into the corridor . The 
standard stock is expected to be in service 
in 1951. 


Birmingham-London Service Proposed Im- 
provements.—A meeting took place on 
May 2 between the Railway Executive and 
a joint deputation on behalf of the Bir- 
mingham City Council, the Birmingham 
Chamber of Commerce (Transport Com- 
mittee), and the Midland Regional Board 
for Industry. to discuss criticisms of, and 
suggestions for improving, the Birming- 
ham-London Service. The deputation, 
which was headed by Alderman J. C. 
Burman, Deputy Lord Mayor and Chair 
man of the General Purposes Committee 
of the Birmingham City Council, was 
welcomed on behalf of the Railway 


Executive by Mr. V. M. Barrington-Ward 
(Member of the Executive for Operating). 
The main points of the Railway Executive’s 
reply were that every effort would be 
made to reduce the London-Birmingham 
timings to 2 hr. 10 min. with one inter- 
mediate stop, but this would not be 
possible before the summer of 195] \ 
new breakfast car train from Euston at 
8.5 a.m calling at Wattord and 
Coventry; the naming of the 9 am 
Paddington-Wolverhampton the ~ Inter- 
City “: and a new morning up train, the 
* Midlander,” by the L.M.R. route, have 
been proposed, and various other improve- 
ments are being studied. 


New London Transport Treilleybus and 
fram Map.—An improved trolleybus and 
tram folder map has been issued by 
London Transport; it conforms to the pre- 
sent bus map in that routes are shown on 
a geographical instead of a diagrammatic, 
basis. Underground lines and stations are 
included and a special section to a larger 
scale covers the central area of London. 


Crompton Parkinson Traction Motors for 
Canada.—From the Toronto’ Transport 
Commission the firm of Crompton Parkin- 
son Limited has received an order for 
traction motors which is of particular 
interest because the motors have to be 
mechanically and electrically interchange 
able with the latest type of American 
motor fitted to their P.C.C. tramears. All 


external fittings and significant dimensions 
will be the same as those of the American 
machines, and certain renewable parts. 
such as brushes, will be identical so as to 
avoid any departure from the established 
system of standardised replacement and 
maintenance. 


Agreed Charges.—-Applications for the 
approval of a number of further agreed 
charges under the provisions of section 37 
of the Road & Rail Traffic Act, 1933, have 
been lodged with the Transport Tribunal. 
Notices of objection must be lodged on 
or before May 16 next. 


L.M.R. Weed-Killing Train.—During the 
rext few months two weed-killing trains 
will tour nearly 3.500 miles of British 
Railways, London Midland Region. One 
train left Crewe on April 17 and the other 
will leave Derby on May 10. The trains 
comprise an engine, tank wagons contain- 
ing the weed-killing solution, and sleeping 
and dining coaches for the staff and their 
cook. 183.000 gal. of concentrate will be 
used. 


Scottish Region Bothwell Branch to be 
Closed.—The former L.M.S.R. Bothwell 
branch from Fallside on the Glasgow- 
Motherwell main-line will be closed on and 
from Monday, June 5; Bothwell (L.M.S.R.) 
is the only station affected by the closure. 
An alternative passenger-train service is 
available at Bothwell (L.N.E.R.) Station 


Southern Region Debating Society 





Mr. C. P. Hopkins, Chief Regional Officer, congratulating the winner of the first 
prize in the Southern Region Debating Society Essay Competition (see paragraph 
in our April 14 issue) 
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and a regular bus service operates between 
Uddingston, (L.M.S.R.) and Bothwell. 
Parcels, miscellaneous and sundry goods 
traffic will continue to be collected and de- 
livered by Railway Executive vehicle based 
on Uddingston (L.M.S.R.) Station; freight- 
train traffic in full wagon loads’ will be 
dealt with at Bothwell (L.N.E.R.) Station. 


Steel-Castings for Rolling Stock.—There 
will be an extensive display of castings 
and other products on the stand of the 
English Steel Corporation and its sub- 
sidiaries at the British Industries Fair. 
Included will be one of the first one-piece 
cast-steel frames for an electric motor- 
coach to be built in this country. These 
are being supplied to The English Electric 


Co. Ltd. for electric locomotives and other 
electric traction stock for the New Zea- 
land Government Railways. The cast- 
steel motor casings and bolster of the 
bogie. as well as the coil and laminated 
suspension springs, are also supplied by 
the English Steel Corporation, while the 


wheels and axles are a product of the sub- 
sidiary company, Taylor Bros. & Co. Ltd., 
Trafford Park. Manchester. 


Forthcoming Meetings 


Until May 
Fair; 


14 (Sun.).—Liege Internationé 

Mining, Metallurgy, Mechanical 
and Electrical Engineering. 

May 5 (Fri.).—Institution of Mechanical 
Engineers, Storey’s Gate, St. James's 
Park, London, S.W.1, at 5.30 p.m 
Discussion: * Education and Training 
in Engineering Management,” intro- 
duced by Mr. H. G. Nelson. 

May 5 (Fri.).—Scottish Society of Students 
‘of the Locomotive. at the Board- 
room, Scottish Regional Head- 
quarters, 302, Buchanan Street, Glas- 
gow, C.4, at 7.30 p.m. Open Dis- 
cussion: “Some features of loco- 
motive design which could — be 
adopted as standard by British Rail- 
ways.” 

May 6 (Sat.).—Electric 
at Fred Tallant 


Railway Society. 

Hall, Drummond 
Street, London, N.W.1, at 3° p.m. 
Early Underground Signalling and 
its Developments,” by Mr. T. S 
Lascelles. 

May 9 (Tue.).—Institution of Civil Engi- 
“neers, Great George Street, London. 
$.W.1, at 5.30 p.m. “~ Maintenance 
Considerations Affecting the Design 
of Railway Structures.” by Mr. L. E. 
Hawkins. 

May 10 (Wed.).—Institute of 

“the Royal Institution, Albemarle 

Street, London, W.1, at 6 p.m. Annual 

May Lecture: “ Industrial Gas Tur- 

bines,” by Dr. H. Roxbee Cox, € hief 

Scientist, Ministry of Fuel & Powe 

12 (Fri.).—Institution of asemisinne 

Engineers, summer meeting at Swin- 

don. Party assembles at Paddington 

Station for special train due to depart 

approximately at 11.50 a.m. 

May 13 (Sat.).—Permanent Way Institu- 
tion, London Section, visit to Severn 
Tunnel Pumping Station. Leave 
Paddington Station 8.55 a.m. 

May 13 (Sat.).—Permanent Way Institu- 
tion, Manchester & Liverpool Sec- 
tion, at Southport. pone & Ex- 
hibition. “High Speed Tools for 
High Speed Track,” by Mr. E. H. 
Tustain, of Abtus Limited. 

May 13 (Sat.) to 21 (Sun.).—Stephenson 
Locomotive Society, Spring tour of 
railways, works, and running sheds in 
Eire and Northern Ireland. 


Metals, at 


May 
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Railway Stock Market 


THE RAILWAY GAZETTE 
The dominating influence has been a 


tendency to await the result of the British 
Electricity issue. British Funds have again 
moved lower on balance at the time of 
going to press, which has made for con- 
tinued uncertainty in other sections. In- 
dustrial shares moved narrowly, but were 
slightly lower, due partly to the reduced 
profits reported by Imperial Chemical In- 
dustries, whose earnings have declined 
from the particularly good level achieved 
in 1948 and now back to the 1947 
level. Many companies with big overseas 
interests, it now seems, were affected by 
the minor trade recession in U.S.A. during 
1949 and by devaluation of sterling. Re- 
flecting the lower trend in British Funds, 
British Transport 3 per cent. (1978-88) has 
receded to 88}, while Transport 3 per cent. 
(1967-72) was 91} and the 3 per cent. 
(1968-73) 932 

United of 


are 


Havana stocks, though active, 
lost part of earlier gains, as it may be 
months before it is known whether take- 
over talks have progressed sufficiently for 


final negotiations to be continued in Lon- 
don. At the time of going to press, the 
1906 debentures have eased to 26, the 4 
per cent. debentures are 16, and Havana 


Terminal 5 per cent. debentures 90. 


Now that the scheme of arrangement 
has received the necessary support from 
debenture and stockholders, Leopoldina 


stocks have been less active, though steadier. 
he ordinary was 9}, the preference 2441, 
the 4 per cent. debentures 93 and the 6} per 
cent, debentures 132. Leopoldina Ter- 
minal 5 per cent. debentures were 89 and 
the ordinary units Is. 9d. 

Great Western of Brazil have 
at 140s. 73d. San Paulo 10s. units were 
active and higher at 15s. 9d. Antofagasta 
ordinary eased to 7}, while the preference 
stock was 42, and Taltal shares again 
changed hands around 19s., while Nitrate 
Rails at 72s. 6d. were unaffected by the 
higher tariffs. Brazil Rail gold bonds were 
42}. Manila “A” debentures kept at 863 
and the preference shares at 8s. 9d. Mexi- 
can Central “A” were 35 and Mexican 
Railway 6 per cent, debentures 60. La 
Guaira & Caracas were 70: elsewhere. 
Costa Rica stocks changed hands, the 
ordinary around 5}, the 64 per cent. deben- 
tures up to 45 and the second debentures 


been firm 


at 20. Canadian Pacifics remained 1 
active feature around 293, with the pre 
ence stock at 664 and the 4 per cent 
bentures 943. White Pass Yukon 6 
cent. debentures were 68. 

Road Transport shares were steady 
the developments in Parliament, and on 
the view that the British Transport ( 
mission is now unlikely to make fu 
acquisitions of road transport conceris 
until this and similar questions are fi 
decided by the next General Elect 
Maidstone & District changed hand 
89s. 6d. Lancashire United were 
Southdown 121s. 3d. and West Riding 
B.E.T, deferred stock fluctuated a: 
420 earlier in the week. Meanwhile 
transport shares continue to be held fir 
The general assumption is that, alth 
profits must be expected to reflect h 
costs, prospects of dividends being n 
tained are good; and that in the eve: 
acquisition ‘by the B.T.C., take-over te 
will be above current market prices. 

Iron and steel shares have been { 
particularly Stewarts and Lloyds; tl 
have risen to 53s. 9d. under the influe: 
of the good profits which reflect ben 
from the large capital outlay by the co 
pany in recent years on its developn 
plan. Guest Keen at 42s, 9d. were 
in anticipation of the forthcoming res 
and Lancashire Steel at 30s. 3d. we 
helped by the past year’s figures. Be. 
mores, 42s, 3d., however, lost part of t 
recent rise. Helped by the good Stew 


and Lloyds’ profits, Tube Investm 
strengthened to £5}. Vickers at 28s 
showed firmness, awaiting the results 


annual report. 

Locomotive building and engineer 
shares generally held recent gains, sei 
ment still reflecting the past year’s resul 
which drew attention to the attractive 
yields shown by the shares and to the gox 
prospects of dividends being maintained 
Recently there has been news of furtt 
valuable overseas contracts. Vulc 
Foundry were 20s., North British Loc 
motive 63s. 6d.. Beyer Peacock 21s., and 
Wagon Repairs 16s. 9d. Gloucester Wago 
were 47s. 6d. and Hurst Nelson 57s. at 
Glasgow. Elsewhere, T. W. Ward changed 
hands around 57s., and Birmingham Ra 
way Carriage & Wagon were 28s, 3d 


Traffic Table of Overseas and Foreign Railways 





ee ae $ | Aggregate traffics to date 
Miles Week kd Total 
Railway open ended nea Inc. or dec. ° Increase or 
th a compared 4 1948/49 decrease 
wail with 194748 | Z 
£ £ £ 
gS Antofagasta ‘as sil 23.4.50 71,330 510 16 943,014 — 141,020 
c | Costa Rica... S 281 Feb., 1950 685,032 — 248,448 35 c6,604,802 — cl,416,433 
= Dorada aan ae 70 Mar., 1950 48,466 17,609 13 126,471 4 35.90 
< | Inter. Ctl. Amer. ... 794 Feb., 1950 $1,181,630 $182,446 8 $2,468,266 $379,280 
= | ba Guaira ... ae 222 | Mar., 1950 $105, 900 $7,858 13 $263,249 — 66,504 
S ] Nitrate 382 15.4.50 22,401 4.049 15 143,095 19,476 
¢ \ Paraguay Cent. 274 21.4.50 ¥ 178,920 ¢67.659 42 £6,101.776 7 1,737,542 
re} Peru Corp. aes} TGee Mar., 1950 $7,191,700 $2,915,939 39 $53,397,058 + $17,361,599 
& ” yseorter 66 Mar., 1950 Bs.5,608,500 Bs.3,076,230 39 Bs.87,346,664 + Bs. 10,603,167 
ection 
S| salvador ... «.. 100 Dec, 1949 278,000 cl1,000 26 730,000 — ©46,000 
3 Taltal see ites 154 Mar., 1950 17,595 6,185 39 120,640 +- 40,300 
a { 
3) Canadian National} 23,473 Mar., 1950 14,955,000 1.143,000 13 38,870,000 + 341,000 
e ‘| Canadian Pacifict ... 17,037 Feb., 1950 8,801,000 — 166,000 8 16,982,000 — 1,240,000 
UO \ 
Barsi Light* Soe 167 Mar., 1950 34.522 3,022 52 358,762 + 22.275 
Egyptian Delta 607 20.3.50 17,981 329. 51 663.540 — 43.842 
4 | Gold Coast.. ‘ 536 Feb., 1950 234,159 — 6,199 48 2,547,700 163,206 
04 Mid. ofW. Australia 277 Feb., 1950 30,534 + 3,578 35 242,095 + 12.€87 
& | Nigeria... oe} 1,900 | Jan., 1950 502,360 + 38,978 44 5,017,814 + 266.573 
> ]| South Africa . 13,347 25.3.50 1,410,483 + 27,33! Sl 75,349,318 + 5,326.242 
Victoria 4,744 Jan 1950 2,000,259 + 490,658 31 _ — 


* Recsipts are caiculated @ Is. 6d. to the rupee 


+ Calculated at $3 to £1 





